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Otis Inclined Dock Elevator—Old Dominion 8. 8. Co., New York. 


These Repeat Orders and New Contracts testify to the growing realization of the need of 


Otis Inclined Elevators 


for handling freight at the terminal 
Within one month we have been called upon to furnish machines for the 


Old Dominion S. S. Co., Norfolk, Va............ 2 Mystic Dock, Boston, Mass 
New York Central Lines, New York City 4 Merchants’ & Miners’ Dock, Savannah, Ga...., 2 
Carolina Terminal Co., Charleston, S. C........ 4 


Don’t think that the pier is the only place where these machines can help in the handling. of merchandise— 
wherever an incline exists between level and level, or floor and floor, Otis Inclined Elevators are effective 
time and money savers. 


A practically unlimited capacity, simplicity of construction: and operation, and low miaintenance cost, are 
reasons why Otis Inclined Elevators are receiving so much attention among traffic managers. 


Let us post you on all types of Otis Inclined Elevators. 
Write for catalog to 
. Eleventh Ave. and 
Otis Elevator Company, Tay cs New York 


600 West Jackson Boulevard, Chicago 
Offices in all Principal Cities of the World 





THE TRAFFIC WORLD 


DIGEST OF DECISIONS 
Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 


Mr. A. C. Slaughter, Traffic’ Manager, the Lagomarcino-Grupe Company (perishable produce), Davenport, lowa, writes: 
do not think, in my opinion, that any traffic manager should be without this work.’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


Co Homeléte Reference Work 


!The foundation for the study of all questions bearing on rates, and other features of regulation 
. between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 

ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA — CHARLESTON NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,” ‘‘Ruby,” “Robert M. Thompson”’ 


Every Ten Days Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 


CONNECTIONS. 

At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. R., Philadelphia & 
Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Transportation Co. 

At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 

AT CHARLESTON—With Southern Railway Co. 


G. B. DOWDY, Traffic Manager, | JAMES W. ELWELL @ CO., Managers 
Pier 19, North Delaware’ Avenue, Philadeiphia, Pa. | 17 State Street, New York, N. Y. 


A. L. LANE, Su A 
le aN N. Delaware Ave., Philadelphia, Pa. | W- G. HEWITT, Soliciting Freight Agent, 
. F. KNIGHT, “General Agen 217 East Baltimore Street, Baltimore, Md. 


N nt, 
Girod Street Landing, New Orleans, La. | ¢ 1. GOODRICH, General Eastern A 
gent, 
H. J. JERNEGAN, A 
Fo ot of a Street, Charleston, S. C. | ot seen, Tw Verk, i. V. 
Cc. H. JACKSON, General Agent | 4. J. KLINE, Traveling Freight Agent 

701 Park Building, Pittsburgh, Pa. 206 Milam St., Shreveport, La. 


_ 


— ABITA SPRINGS COVINGTON MANDEVILLE 


EANS GREAT NORT 
NEW ORL “OZONE ROUTE” HERN R, R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ano WEST ano FOREIGN 
PORTS via NEW ORLEANS, “S2U228" 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORTS 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. MCMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 
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SALESMANSHIP BACKED UP BY 
ATTRACTIVE LOOKING GOODS 


Use the best 


Fibre and Corrugated Shipping Cases 


and have your 


Product Delivered in Perfect Condition 


There is no better way to sell your goods. 


THEY SELL THEMSELVES. 
All Kinds of Shipping Cases Manufactured by 


Hummel & Downing Company 
MILWAUKEE, WIS. 


Type A—$3.50 


Efficiency In Filing 


Type B—$3.50 


How many waste motions are 
made in fastening papers together? 
What is the loss in time, and 
what is the actual cost and waste fj 
per month at a single desk, when 
ordinary clips are used ? 
We have experimented, and know the 
Insert Papers—Slap costs are so large that they prove that the 
Kaob—They Fasten savings from introduction of a device that 
will fasten the paper with one motion and no additional cost for ma- 
terial, will more than pay for the fastener in a few wee 
Try one yourself—stop fussing with messy clips or pins, that clutter up the desk and are always getting out of 
stock. Get this handy, well-built machine, and use one direct motion instead of three or four. Save time and temper. 
Order one now, and get the benefit yourself, and you can see how much of your clerks’ time you. 
can save by equipping your office. 


Specify Type A or B, as Shown Above 
BOONE SUPPLY CO. Not Inc.) 
4432 Evans Avenue iam Illinois 
gouges SEE THE PRINCIPLE ® s35¢35: 


One Move 
Cuts a hinged tongue from the paper itself, 
Bends it back and inserts it in slot, 
, Where it locks securely. 
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What the Safety Trunk 


Means 


The safety trunk for small express shipments means real 
package protection to you. 


Within the stout sides of an iron-bound safety trunk, even 
small and fragile packages may travel in perfect security. 


Wells Fargo & Company Express uses thousands of these 
safety carriers throughout its 90,000 mile system. When you 
ship small packages by Wells Fargo you can be assured of 
careful methods of parcel transportation. 


Speed your goods by 
Wells Fargo—in iron-bound safety trunks. 


Wells Fargo & Company 
Express 


Carriers to All Parts of the World. 
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DROP OPINION NUMBERS. 

As will be noticed in connection with the deci- 
sions of the Commission which are printed in this 
issue, the practice of attaching opinion numbers 
has been discontinued and they will hereafter ap- 
pear under case number only. The last decision on 
which the Commission number was used was No. 
2444. To those who have been in the habit of check- 
ing off the numbers serially to be certain that all 
were received (since they are not always sent out 
in order of delivery), the new arrangement may be 
somewhat awkward; but any difficulty may readily 
be avoided. In the course of its business The Traf- 
fic World necessarily keeps a record of the first and 
last pages of amy decision. Any gap beyond a 
few days in the series of page numbers will be a 
plain indication that a tracer is to be sent to see 
whether an opinion covering those pages has or has 
not been handed down. The Traffic World’s series 
of decisions will be complete. 

PRIVATE CAR LINES. 

The winter promises to be a lively one with the 
Interstate Commerce Commission in other direc- 
tions than that covered by the investigation of east- 
ern rate advances. As indicated from time to time 
in The Traffic World, the Commission has been 
investigating the use of private cars for a consider- 
able period, the investigation covering the allow- 
ance paid by carriers for such use, practices gov- 
erning handling and icing of such cars, and so 
forth. It is now announced that the first hearing 
will probably be held in Chicago on January 2. 
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Commissioner McChord, who is in charge of the 
investigation, will carry on the work as long as it 
may be necessary in Chicago, and then proceed to 
the coast to inquire into the lines which are em- 
ployed in the transportation of fruits from Cali- 
fornia. Later on the work will be extended to the 
South, and follow similar lines. 

In addition to those mentioned, there are lines 
which handle milk exclusively, and others engaged 
in the transportation of oil and chemicals in tank 
cars. It seems to be clear that most of these lines 
will be declared to be common carriers, and that in 
order to enjoy the privileges which the law confers 
upon them they must assume responsibilities. 


EASTERN RATE ADVANCES. 

There is much speculation in the air as to exactly 
what course the hearing on the matter of eastern 
freight rate advances will take at the hearing to be 
opened on Monday. It was understood, of course, 
that President Willard of the Baltimore & Ohio, 
who has been an active leader in this matter from 
the start, will also play _a leading part in the hear- 
ing, and President Delano of the Wabash has been 
elected to represent the interests of western roads 
in the matter. Undoubtedly these two gentlemen 
will furnish statements outlining the proposition 
fully, and with extended argument in support of 
the position taken by the eastern roads and in which 
the western roads have a very lively interest. 

Local Chicago interests will be represented by 
H. C. Barlow, head of the transportation depart- 
ment of the Chicago Association of Commerce, and 
W. M. Hopkins, transportation manager of the Chi- 
cago Board of Trade. Presumably a very large 
amount of the evidence to be presented will be in 
the form of statistical documents, and this will re- 
quire a certain amount of time for the examination 
on the part of the Commission. It has been sug- 
gested that at the first session of the hearing there 
will be no testimony offered orally or any cross- 
examination upon statements that may be made, 
but that the Commission will adjourn until after 
the first of the year, leaving to a second session, 
to be held some time in January, the further carry- 
ing on of the work. 

So far as has yet been indicated, the principal 
opposition is likely to come from the coal roads and 
oil companies, with incidental objections from the 
state of Iowa. It seems that the Chicago Associa- 
tion of Commerce and the Illinois Manufacturers’ 
Association are not actually opposing a five per 
cent eastern advance, but there is a very well-de- 
fined opposition to the proposition to advance lake 
and rail rates. In whatever direction time shall 
show that the greatest interest in the matter lies, 
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it is plain that these hearings will be among the 
most interesting that have ever been carried on 


by the Commission. 


HEAVIER LOADING OF CARS. 

In connection with the article published in the 
Traffic World of October 18, entitled “The Heavier 
Loading of Cars,” and under the name of “Co-Oper- 
ation,” in which the author suggested a graduated 
scale plan as a substitute for the present practice of 
using only two units, carload and less.than carload, 
it has been suggested that this would not meet the 
objection which is intended by the suggestion, but 
would give an undue advantage to the man who 
could buy by the large carload, instead of the man 
who could only use a carload of the smaller ca- 
pacity. It is also suggested that this same plan, if 
carried to its logical conclusion, would make a still 
further and greater unit and include the train load 
as well as the car load, thus giving a very much 
In view of 
the general interest in this subject, the Traffic 
World would be pleased to hear from as many of its 


greater advantage to the large shipper. 


readers as care to discuss the question upon either 
side. The information thus obtained may lead to 
something that is really worth while. 


REVENUES AND EXPENSES 


The advance figures from the bulletin of revenues 
and expenses for the large steam roads for the month of 
September, issued by the Commission, shows as follows: 
Net operating revenue fell from $430.36 for September, 
1912, to $404.76 for September of this year, a decrease 
of $25.70. Including all operations, the loss in income 
amounted to $31.27 per mile. 

The total operating revenues for the month amounted 


to $277,558,806 as against $268,422,793 for September, 








1912. The total operating expenses claimed from 
$172,583,106 to $186,711,084. Every item of expense 


was greater in September of this year than it was in 
September, 1912, the total operating expense in 1913 
being 67.27 per cent, as compared with 64.30 per cent 
of the revenue in 1912. 


RUMORED APPOINTMENT UNTRUE. 

A wholly unfounded rumor was in circulation in 
Washington on Monday that President Wilson had nomi- 
nated former Governor Glenn of North Carolina to suc- 
ceed Judge Clements. Inquiry at the White House 
brought out a statement that not only was that not 
true as to Monday, but that it was not true as to any 
day in the near future, with a reservation that, so far 
as now known, it would not be true at any time. 


TRAFFIC CLUB OF CHICAGO. 

At the luncheon of the Traffic Club of Chicago, to be 
held on November 25, Samuel O. Dunn, editor of the 
Railway Age Gazette, will address the members on “The 
Railway Employe and the Railway Patron.” He will deal 
especially with the effect, both on the railway and on the 
traveling and shipping public, of the changes in wages 
and working conditions of employes that recently have 
been taking place as the result of legislation and arbitra- 
tion proceedings. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


J. T. HOWARD. 


J. T. Howard, assistant traffic manager Sears, Roe. 
buck & Co., Chicago, was born in Mercer County, Pa., 
and educated in the public schools in Pittsburgh. He 
began work in the railroad field as bill clerk in the local 





J. T. HOWARD, 
Assistant Traffic Manager, Sears, Roebuck & Co. 


office of the [llinois Central Railroad at Chicago. A/te! 
a time he left their service to accept the position as 
clerk in the routing department of Sears, Roebuck & 
Co., and on March 1, 1901, was advanced to the posit 
of chief route clerk. Later he was promoted to 
traffic department, in charge of the inbound traffic, 
from that position to assistant traffic manager in Janu: 
ary, 1910. This position he still occupies. 


AMERICAN RAILWAY ASSOCIATION 





A regular meeting of the American Railway Associa 
tion was held at the Blackstone Hotel, Chicago, on 
vember 19. The proceedings of this association are 
ways carried on in executive sessions, but it is un 
stood that the principal subject of discussion was 
matter of per diem reclaims. 

The Bureau of Explosives, which has lately becom‘ 
a very important branch of the American Railway Ass0- 
ciation, held its annual meeting on the day before, w! ec? 
Colonel Dunn got together his inspection forces for 4 
general round-up of matters within their jurisdiction. 
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CURRENT TOPICS IN WASHINGTON 


Advanced Rate Issue Not De- 
fined.—Although the hearings are to 
begin. on Monday, there is.as yet no 
clearly defined issue in the advanced 
rate case. That may arise from the 
fact that there is an inclination 
among shippers to say that the rail- 
roads shall have the advance, pro- 
vided that the final adjustment leaves 
them at no disadvantage compared 
with their present situation. In other 
words, it is less of a question of unreasonable rates per 
se than one concerning the relation of rates. There is 
an impression that ig general that there are rates which 
would stand a rise, but no shipper is willing to have any 
increase made in the rates he must pay unless he knows 
that other rates will go up in the same proportion. ‘The 
Pittsburgh Coal Co. was the only large shipper that put 
forth a concrete objection to the proposed increases. It 
alleges that the increase on lake cargo coal from 78 to 
83 cents would be unreasonable as well as a contradic- 
tion of the opinion in the Boileau case that the discrimi- 
nation in favor of the longer haul from the West Vir- 
ginia mines would be continued and that the proposed 
increase would also make the rates eastward from the 
Clearfield and Latrobe districts unreasonable. The fact 
is that when the hearing begins it will be one of the 
greatest matters ever undertaken by the Commission in 
which there has not been a fairly well defined issue 
before the first hearing was begun. In the 1910 advance 
rate case the issue was as to whether, in view of in- 
creasing revenues, the carriers were entitled to a still 
greater increase. At this time the gross revenues of 
the earreirs are almost at a standstill while their ex- 
penses are mounting and their net revenues are decreas- 
ing with every report the Commission puts out. 











Wire ‘Company Preparing Statistics—-The American 
Telephone & Telegraph Co., it is more than half sus- 
pected, is preparing for a serious lot of work before the 
Commission in the near future. It has taken into its 
employ C. A. Heiss, one of the statisticians of the Com- 
mission, who was put forward with figures at the first 
hearing on the express rate matter held by Commissioner 
Lane. He has-been in the employ of the telephone com- 
pany since last summer. At present he is working on 
the records in the office of the Commission getting data 
for the comptroller of the company, to whose office he 
is attached. 





New Tariff System Needed.—The fact that there are 
sixteen or seventeen supplemental suspensions under 
No. 333, the one holding up the 5 per cent increase tar- 
iffs, emphasizes the point already made, that a scheme 
must be worked out by means of which the railroads in 
iny given territory may signify their desire to test the 
sense of the Commission as to whether an increase is 
istified, without first going to the expense of publishing 
the tariffs in full, and then, if the Commission forbids 
the increases, going to the other expense of publishing 
‘ariffs canceling the ones disapproved by the Commis- 
sion. It is too cumbersome a method. It is as bad 
as some of the judicial procedures that have fallen under 
popular condemnation. It may sound all right to thought- 
lessly remark that the railroad company can stand the 
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expense, but the man who makes it forgets that, in the 
end, the public pays the useless bill; perhaps not right 
away, but sooner or later the public pays, because the 
railroad service must be kept efficient, else business 
cannot thrive. Before the 5 per cent increase case is 
closed it will mean that at least $2,500,000 has been 
expended to test the sense of the Commission ag to 
whether such an increase was allowable. 





No Plans for Legislation—There are no plans at 
either end of the capital for legislation during the regu- 
lar session, which begins in a little more than a week. 


. The expectation is that there will be a strong pressure 


in favor of a biil giving the Commission control over 
the issues of stocks and bonds, but-it will not come 
from the Democratic leaders unless they have a change 
of heart. The pressure is more likely to come from the 
small coterie of men who look to Senators Cummins and 
LaFollette for inspiration. The administration’s cur- 
rency bill, however, will take up so much time that 
there will be adjournment talk before it is finished. The 
average member of Congress will be disinclined to think 
of anything other than his political fences. Besides, 
there is a notable reaction against radical legislation, 
and the uninformed put anything pertaining to the fur- 
ther regulation of common carriers into the radical list. 
So far as Chairman Adamson of the House committee on 
Interstate and Foreign Commerce is concerned, his influ- 
ence will be exerted mostly in favor of a repeal of that 


part of the Act to regulate commerce that allows Ameri- . 


can coastwise ships to pass through the isthmain canal 
without the payment of tolls. He takes the view that 
that is a discrimination forbidden by the treaties, al- 
though under the rules for discovering discrimination 
under the third section of the act there is not a trace 
of discrimination, because, under the other laws of the 
land, no foreign ship may engage in coastwise trade. 
To impose tolls would be just the same as requiring the 
car ferries that cross from Jersey City to New York to 
pay for the privilege of using the channel improved by 
the government. It would be a burden on domestic 
commerce, because no ship flying a foreign flag could be 
used in that service. 





Arbitration Is Compulsory.—How great a say the 
public has in disposing of the question of how much a 
railroad company shall pay its employes, and how that 
question shall be settled, is shown by the arbitration to 
which the Southern Pacific had to submit three days 
after its men on the Atlantic division had gone on a 
strike. Arbitration for the railroads is compulsory in 
fact, if not in theory, so far as American railroads are 
concerned. Arbitration as to what rates shall be charged 
is also a fact. No railroad is free to fix either rates or 
wages. Probably that is a desirable fact, because it 
will have a tendency to make the public realize the 
responsibility it has morally, if not legally, assumed with 
respect to the investment in railroads. The fact may 
also become patent to the general public, before long, 
that the Interstate Commerce Commission, which arbi- 
trates rate disputes, has no control over arbitrations as 
to wages. In view of the size of the factor wages con- 
stitute in every rate dispute, ordinary common sense would 
naturally say that the body which says how much a rail- 
road may take from the public, should also have some- 
thing to say, at least to the extent of having the veto 
power, as to whether there should or should not be an 
increase in wages. A. E. H. 
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LIMITATION ON REPARATION 


CASE NO. 4262 
(28 I. C. C. Rep., P. 332. 

IN THE MATTER OF THE INVESTIGATION OF AL- 
LEGED UNREASONABLE RATES AND PRACTICES 
INVOLVED IN THE TRANSPORTATION OF LIVE 
STOCK, PACKING-HOUSE PRODUCTS AND FRESH 
MEATS FROM VARIOUS SOUTHWESTERN 
POINTS TO PACKING HOUSES, AND THENCE 
TO VARIOUS DESTINATIONS. 


CASE NO. 4004. 

CORPORATION COMMISSION OF OKLAHOMA  YVS. 
ATCHISON, TOPEKA & SANTA FE RAILWAY 
CO, ET AL. 

Submitted Oct. 8, 1913. Decided Oct. 14, 1913. 

Following the conclusions reached in Wool Investigation, 25 
I. C. C., 675, reparation to be awarded from date of promul- 
gation of original, opinion, subject to two-year limitation 
from date of filing petitions for same. 

Luther M. Walter for Morris & Co. and Sulzburger 
& Sons Co. 

James C. Jeffery for Armour & Co. and Swift & Co. 

A. H. and H. Veeder and L. C. Ehle for Swift & Co. 

Alfred R. Urion and C. J. Faulkner, Jr., for Armour 
& Co. 

Thompson & Barwise for Fort Worth, Tex. 

J. A. MeNaughton and C. O. Cornwell for Cudahy 
Packing Co. 

Cassoday, Butler, Lamb & Foster, J. A. McNaughton 
and C. O. Cornwell for Cudahy Packing Co. and Live 
Stock Shippers at Wichita. 

A. W. McLaren, E. W. Skipworth and Luther M. 
Walter for Oklahoma City Packing House and Live Stock 
Interests. 

Martin L. Clardy, Henry G. Herbel and Fred G. 
Wright for Missouri Pacific Railway Co. and St. Louis, 
Iron Mountain & Southern Railway Co. 

Henry G. Herbel and Fred G. Wright for Texas & 
Pacific Railway Co. and Great Northern Railway Co. 

Robert Dunlap and T. J. Norton for Atchison, To- 
peka & Santa Fe Railway Co. 

W. F. Dickinson for Chicago, Rock Island & Pacific 
Railway Co. 

C. S. Burg for Missouri, Kansas & Texas Railway 
Co. 

F. H. Wood for St. Louis & San Francisco Rail- 
road Co. 

James L. Coleman for defendants. 


Supplemental Report of the Commission. 
PROUTY, Commissioner: 
The Commission, by its report in this proceeding of 
Dec. 11, 1911, found certain rates upon live stock, fresh 
meats and packing-house products to be reasonable be- 


Decisions of Interstate Commerce Commission 





tween points in Texas, Oklahoma and other territory 
named in the report, 22 I. C. C., 160 [Traffic World, Jan 
6, 1912, p. 3], and recommended that these rates be 
established. 

Subsequently, on May 13, 1912, after further hearing 
upon objections by various interested parties, these rates, 
with certain slight modifications, were confirmed. 23 
I. C. C., 656 [Traffic World, June 8, 1912, p. 1141]. 

Until some few years ago cattle produced in Texas 
and Oklahoma were, for the most part, either shipped to 
slaughtering markets upon the Missouri River and East or 
to feeding grounds, to be fattened for subsequent mar- 
keting. But few animals were slaughtered in these 
states. Even the fresh meats and packing-house products 
consumed were shipped in from packing houses at the 
North. After a time, however, packing houses were 
located at Fort Worth, Tex., and still later at Oklahoma 
City, Okla. This changed conditions as to the shipment 
of live stock and its products in the Southwest. An in- 
tense rivalry grew up between points of production, prin- 
cipally Fort Worth and Oklahoma City, and to some ex- 
tent Wichita, Kan., both as to the rate upon the live 
animal into the slaughtering point and that upon the 
product out. Lines serving these various localities be- 
came involved in a bitter contest over these rates, and 
the whole situation was in great confusion. The Com- 
mission, of its own motion, had instituted three orders 
of suspension covering these rates and the Corporation 
Commission of Oklahoma had filed a comprehensive com- 
plaint against rates to and from Oklahoma City when 
the general investigation docketed under No. 4262 was 
instituted. 

By its opinion of Dec. 11, 1911, a scheme of rates 
was prescribed which was radically different not only in 
amount but also in principle of construction and applica- 
tion from those formerly in effect. Neither shippers nor 
carriers were satisfied with these rates, and under leave 
of the Commission numerous objections were filed 
both parties and a further hearing had. By a supple 
mental report of May 13, 1912, the rates previously 
established were adhered to, with slight modifications. 


Delay in Filing Tariffs. 

A considerable delay ensued in the filing of tariffs 
establishing the rates preseribed by the Commissio 
While the carriers stated upem the hearing that the) 
would accept whatever conclusiom the Commissi 
reached, and while they may have attempted to do so 
good faith, still the situation was involved and consid¢ 
able time was necessarily required, with the result that 
it was several months before the rates found reasonat 
by the Commission were actually applied. In consequen 


of this shippers began to file claims for reparation with 


the Commission, and on April 7, 1913, in consequence 
the filing of these claims, and in order that some gé¢ 
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eral conclusions might be reached in the matter, an 
rder was issued in these cases permitting all persons 
nterested in the question of reparation, either as com- 
plainants or defendants, to file with the Commission, on 
or before June 1, briefs upon that subject. The parties 
vere also required to state whther or not oral argument 
was desired. 

Such briefs were filed both by complainants and de- 
fendants. A request for oral argument was made, and 
such oral argument has been heard. 

The question is, Shall reparation be allowed; and, 
if so, from what date? This question has already been 
virtually answered by the Commission in what is known 
as the Wool Investigation, 25 I. C. C., 675. That pro- 
ceeding, like the one before us, was a general investiga- 
tion growing out of the making of numerous complaints 
and the bringing of several petitions putting in issue the 
reasonableness of rates on wool from the intermountain 
country to eastern markets. After a protracted investi- 
gation the Commission held that rates should be estab- 
lished upon an entirely new basis. The system of con- 
structing the rates was itself changed, and there were 
important alterations in the minimum carload prescribed. 
Claim for reparation had been made in at least one of 
the complaints, which were consolidated into and heard 
with the general investigation, and other claims for repa- 
ration were also filed. We finally held in that case that 
shippers were entitled to reparation from and after the 
promulgation of the opinion of the Commission, and not 
until then. 

Such must be the finding in the present case. These 
defendant carriers could not have been expected to estab- 
lish voluntarily the rates found reasonable by this Com- 
mission. They could not have foreseen that rates of 
this kind even would be finally held lawful. Under the 
peculiar circumstances of this case we do not think the 
rates in effect should be declared unjust and unlawful 
until carriers were advised by the promulgation of the 
opinion of Dec. 11, 1911, what reasonable rates in fact 
were. We fail to find from the evidence before us that 
up to that date the rates charged by the defendant car- 
riers for the transportation of live stock, fresh meats and 
packing-house products were unreasonable or unlawful, 
but we do find that since then these rates have been 
unlawful in so far as they have exceeded and differed 
from the rates and relations found reasonable and lawful 
by the Commission in its opinion of that date, as modi- 
fied by its subsequent opinion of May 13. 


Carriers Exercised Diligence. 


The carriers insist that they exercised all possible 
diligence in establishing these rates, and that they ought 
not to be required to pay reparation. The complainants 
urge, upon the other hand, that they did not exercise 
proper diligence, and point to some instances in which 
even to-day the rates suggested by the Commission have 
not been established. But all this is beside the question. 
We must hold that from the date of the promulgation 
of our opinion the rates therein suggested have been just 
and reasonable, with the slight modification subsequently 
made. The act entitles shippers to a just and reasonable 
transportation charge, and if these carriers have imposed 
upon these complainants rates in excess of this they 
have thereby damaged the complainants to that extent, 
for which reparation should be allowed. 


It should be further noted that if the defendants 
repay these sums which they have improperly collected 
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they are exactly as well off as though the tariffs had 
been established as of the date of our opinion. 

Any party claiming reparation in a proceeding of 
this character may do so by the bringing of an inde- 
pendent and formal complaint, but the better practice, 
we think, is to file such claims in the original proceed- 
ing, which, when filed, will be treated as supplemental 
intervening petitions and will ke proceeded with in such 
manner as to do justice between the parties. The filing 
of each claim is, in essence, an independent proceeding 
on the part of that complainant, and the statute of limi- 
tations must run from the date of the filing in each 
individual case. 

Certain claims have been filed in detail with the 
Commission, but have not been served upon the defend- 
ants. In all cases a statement showing the claim in 
sufficient detail to enable the carrier to identify the 
shipments should be filed with the Commission and 
served upon those carriers from whom a recovery is 
asked. It is not necessary to make service upon other 
defendants. If the parties do not agree the Commission 
will proceed to the taking of testimony, with a view to 
establishing the necessary facts upon which to base an 
award of damages. 

Swift & Co. and Armour & Co. have each filed a 
petition asking for reparation. No detailed statement, 
by car, accompanies these petitions, but there is a gen- 
eral allegation showing the point of origin, the point of 
destination, etc. The defendants move to strike these 
petitions from the docket as not sufficiently precise. 

In our opinion the allegations in these petitions are 
fairly within the rule laid down by this Commission in 
the Mountain Ice case, 21 I. C. C., 45, and constitute a 
filing with the Commission, as of the date of the filing 
of the petition, as to those claims fairly covered. No 
definite ruling can be made, however, until we have be 
fore us in detail the exact claims of these parties. They 
will therefore be required to file with this Commission, 
on or before Jan. 1, 1914, with copies for service upon 
all defendants affected, a detailed statement showing, 
car by car, what recovery is claimed. 


DISPARITIES NOT JUSTIFIED 


——— 


CASE NO. 4656 OPINION NO. 2444 


(28 I. C. C. Rep., P. 339) 
COLUMBIA CHAMBER OF COMMERCE VS. SOUTHERN 
RAILWAY CO. ET AL. 


Submitted June 3, 1918. Decided Oct. 6, 1913. 


Upon a complaint alleging that the rates from eastern and 
western points of origin unduly prefer Augusta, Ga., and 
thereby subject Columbia, S. C., to undue prejudice; it 
appearing that Augusta and Columbia are similarly lo- 
cated, so far as transportation by rail is concerned, in- 
land from Savannah, Ga., and Charleston, S. C., and 
also with respect to competition with each other and 
with the ports named; and it further appearing that on 
traffic from the east the carriers recognize this similarity 
of rail situation by equalizing the class rates to these 
cities; Held: 

1. That with respect to commodity rates from the east, and 
to class and commodity rates from Cincinnati, O., Louis- 
ville, Ky., and Knoxville, Tenn., the differences in the 
rail locations of these two cities or in their competitive 
relationships to the ports are not sufficient to justify the 
present disparities in rates in favor of Augusta. 


2. That the rates on specific commodities by rail, or by water- 


and-rail, from Baltimore, Md., and the east to Columbia 
should not exceed those contemporaneously maintained 
from the same points to Augusta. 


3. That the rates on classes and on specific commodities from 


Cincinnati, from Louisville and from Knoxville should 
not exceed those contemporaneously maintained from the 
same places to Augusta. 


4. That from the lower Ohio River and from Mississippi River 


crossings and from Nashville no change need be made 
in the present differentials over or under the rates from 
Cincinnati-Louisville to Augusta or to Columbia, as 
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Columbia will derive all the relief in the rates from these 
gateways to which it is entitled by reason of location 
through the adjustment of the rates from Cincinnati- 
Louisville. 


R. B. Herbert, C. S. Monteith and N. H. Edmunds for 
complainant. 

R. Walton Moore, Frank W. Gwathmey and Charles 
D. Drayton for Atlantic Coast Line Railroad Co., Seaboard 
Air Line Railway and Southern Railway Co. 

Claudian B. Northrup and Alexander M. Bull for 
Southern Railway Co. 

H. S. Kealhofer for Chamber of Commerce of Augusta, 
Ga., intervener. 

Report of the Commission. 


McCHORD, Commissioner; 

The single question presented for our consideration 
in this proceding is: Do the carriers by their published 
rates from eastern and western points of origin give un- 
due preference to Augusta, Ga., and thereby subject Co- 
lumbia, S. C., to undue prejudice? 

The original and amended petitions cover substan- 
tially all class and commodity rates from points on and 
north of the Potomac River, from points on and beyond 
the Ohio and Mississippi rivers, and from points from 
which the rates are made with relation to the rates from 
these gateways. Certain other points of origin, not di- 
rectly related to these gateways are also set forth. The 
complaint charged unreasonableness in these rates as 
well as undue disadvantage to Columbia; attacked the 
rates on coal from the mines in Alabama, Kentucky and 
Tennessee: named Savannah, Ga., Charleston, S. C., and 
other southern cities as places to which the defendants 
give undue preference by some or all of their rates, and 
set forth violations of the fourth section of the act. These 
allegations were all waived or withdrawn during the hear- 
ings, except the charge that by their rates to Augusta 
and to Columbia the defendants subject the latter place 
to undue prejudice. 

Geographical Situation. 

Columbia, the capital of South Carolina, is near the 
geographic center of that state. By way of the Congaree, 
a branch of the Santee River, it has water transportation 
from and to the coast at Georgetown. Its population, 
about 27,000, is served by four rail carriers engaged in 
commerce between the states. Augusta, at the head of 
navigation on the Savannah River, for more than 100 
years has had boat service from and to the port of Sa- 
vannah, and its population of 42,000 is further served 
by seven carriers of interstate commerce by rail. Both 
cities were trading centers before the advent of the rail- 
road, inbound traffic moving by river or by Overland trail 
from the ports. To-day both cities have large manu- 
facturing plants and jobbing interests and are approxi- 
mately at equal distances by rail from the coast. It is 
about 130 miles from Columbia to Charleston, or from 
Augusta to Savannah. It is 142 miles from Columbia to 
Savannah and 138 miles from Augusta to Charleston. 

It would serve no useful purpose to follow all the 
illustrations of alleged disadvantage set forth by the 
complainant in this record. All long-distance rates from 
eastern as well as from western points to the destinations 
here involved may be shown substantially by the rates 
from a few pivotal points of origin, the rates from other 
points bearing established relations thereto. Neither is 


it necessary to set forth in detail the differences in the 
specific commodity rates to Columbia and to Augusta, the 
result of which, it is claimed, is unduly to prefer the latter 
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city. This is true because there is no question of the 
reasonableness of any of these rates, but only of the dif- 
ferences between the rates to the two cities, and the 
discriminations shown by the defendants in the published 
rates on specific commodities to Columbia and to Augusia 
either follow the general rate adjustments hereinafter 
discussed or arise from the fact that in transportation 
to Columbia certain articles move under the class rates 
ordinarily applicable throughout Southern Classification 
territory, whereas to Augusta specific commodity rates 
have been provided. Omitting, therefore, sporadic in- 
stances of rate irregularity, the situation of which com- 
plaint is here made may be shown generally by the fol- 
lowing tables: 
FROM THE EAST. 


Class. 
From Baltimore, Md., to— 123 465 6A BCDE HF 
Columbia and Augusta— 
7 EO ret eee 101 85 74 61 49 39 31 44 34 33 46 59 65 
Water and regl.j......¥). 89 75 65 53 43 34 26 39 29 28 40 51 55 
Atlanta, Ga.— 
WM WE SURE. nc cece necee 98 87 78 63 52 41 34 45 37 36 55 57 72 
Charleston, 8S. C.— 
Water and rail.....c.cises 62 52 47 35 27 19 19 19 19 19 30 30 38 
Savannah, Ga.— 
Wrater’ amd POfhicccc vccrcce 72 60 50 35 29 21 20 20 26 20 32 32 40 
FROM THE WEST. 
Class 


Z23456ABCDEHF 
From Cincinnati, O., and 
Louisville, Ky., to— 
Columbia, S. C.— 


574 and 559 miles.......... 107 92 81 65 53 44 28 42 34 30 47 60 60 
Augusta, Ga.— 

647 and 609 miles........... 103 90 81 65 54 43 28 38 30 26 50 50 52 
Atlanta, Ga.— 

474 and 452 miles.......... 98 87 78 63 52 41 28 36 28 24 48 48 48 
Savannah, Ga.— 

726 and 711 miles........... 95 80 75 70 58 46 35 38 29 25 40 40 50 
Charleston, S. C.— 

713 and 598 miles........... 95 80 75 70 58 46 35 38 29 25 40 40 50 


From Memphis, Tenn., to— 
Columbia, S. C., 658 miles....115 100 87 71 57 46 28 44 32 28 50 64 56 


Augusta, Ga., 589 miles...... 99 86 77 61 50 39 24 34 26 22 46 46 44 
Atlanta, Ga., 418 miles....... 94 83 74 59 48 37 24 32 24 20 44 44 40 
Savannah, Ga., 684 miles..... 91 76 71 66 54 42 31 34 25 21 36 36 42 
Charleston, S. C., 728 miles.. 91 76 71 66 54 42 31 34 25 21 36 36 42 
From Knoxville, Tenn., to— 
Columbia, S. C., 293 miles...... 80 68 57 49 41 32 22 29 26 23 40 47 52 
Augusta, Ga., 333 miles........ 73 64 58 46 39 31 20 29 20 19 35 37 38 
Atlanta, Ga., 196 miles......... 64 54 48 38 30 24 20 24 15 14 30 34 30 
Savannah, Ga., 435 miles....... 72 60 57 53 44 35 27 28 22 18 30 30 36 


Charleston, S. C., 422 miles....72 60 57 53 44 35 27 28 22 18 30 30 36 


It should be noted, in connection with the rates from 
the east, illustrated by the table of rates from Baltimore, 
that the bulk of the traffic moves by water-and-rail, and 
that the equality shown in the class rates to Columbia 
and to Augusta is not extended generally to rates on 
specific commodities. 

Rates from western points of origin are shown above 
by the rates from the Ohio and Mississippi River cross- 
ings. From the upper crossings, Cincinnati and Louis 
ville, the rates are equalized, and rates from the lower 
or more western gateways and from Nashville are made 
by addition thereto or subtraction therefrom of estab- 
lished differentials. The rates from Cincinnati-Louisville 
to Columbia and to Augusta, however, are not in all cases 
the same; are not made on the same bases; and the dif- 
ferentials applied thereto to make rates from the more 
western gateways and from Nashville are neither the 


Same nor governed by the same considerations. Gen- 


erally speaking, the rates from all the river crossings ar‘ 
constructed with reference to through transportation from 
more distant points of origin north, as from Chicago, a:d 


west, as from Kansas City. And the differentials app'y- 


ing to the various crossings on the Ohio and Mississi) pi 
rivers are the results of efforts made by the carri:'s 
to equalize the through rates from any particular po ut 
of origin, such as Omaha, Kansas City, St. Louis or C1! 
cago, via any reasonably direct or practicable gateway 02 
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her river. The class rates from or through the Ohio 
ver gateways are, therefore, best stated by showing 

rates from Cincinnati-Louisville and those from or 
rough the Missisippi River gateways by showing the 
tes from Memphis. The rates from Knoxville, Tenn., 
e also shown as one of the matters of complaint and 
cause not necessarily following changes in the rates 
om the gateways. 

The distances noted in these tables are approximately 
rrect for the shortest lines of rail between the points 
med, but do not attempt to measure the mileages by 
» routes ordinarily taken by traffic. While the distance 

vetween Columbia and Augusta is 83 miles, all traffic 
from the east does not pass through Columbia to Augusta 
does all traffic from the west move through Au- 
eusta to Columbia. In these tables the difference in the 
distances to Columbia and to Augusta nowhere appears 
s 83 miles, but always as somewhat less than that, and 
his is so because, while it is true that some traffic from 
e east or from the west does move through one of these 
cities to the other, the ordinary routing is via junctions 
closer to the points of origin 
Course of Traffic. 

The differences in rates to Augusta and to Columbia, 
indicated by these tables, illustrate what the complainant, 
speaking for the business interests of the latter city, 
says subject that place to undue prejudice and disad- 
vantage. Columbia and Augusta, it is claimed, are simé 
larly situated; both have river transportation from the 
coast: both are approximately at equal distances by rail 
from the ports of Charleston and Savannah; both are 
actively growing centers of distribution and of produc- 
tion: and, therefore, equal rates should be charged to 
both of these cities for transportation that is under 
substantially similar circumstances and conditions. To 
this the defendants answer that Augusta is on the eastern 
border of Southeastern Freight Association territory, 
whereas Columbia is on the southern border of Carolina 
territory; that the rates to these territories are not made 
in the same way nor with primary reference to the same 
interior gateways; that it is unreasonable for Columbia 
to ask the carriers or the Commission to take it out of 
its own natural group and arbitrarily to place it in south- 
eastern territory because it happens to be near thereto; 
that the rates to Columbia are not only reasonable but, 
because of its proximity to and competition with the 
ports, lower than otherwise they should be; and that 
while Columbia has some transportation by water the 
competition to be met in that direction by the rail car- 
riers is not only slight in itself but, as compared with 
the water transportation to Augusta, almost negligible. 
The defendants further urge that long existing com- 
petitive conditions at Augusta have produced the rates 
to that place and that the conditions at Columbia, and 
in Carolina territory generally, do not warrant any such 
reduction of rates as would result from placing Columbia 
upon an equality in rates with Augusta. They urge that 
any reduction in the rates to Columbia would be reflected 
by reductions in the rates to places farther removed from 
the coast in Carolina territory and that such diminutions 
in their revenues as would result therefrom would be 
greater than they can afford. 


Carolina Territory Limits. 


What is known as Carolina territory embraces that 
part of eastern Tennessee east of, but not including, the 
line of the Southern Railway from Chattanooga, through 
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Knoxville to Bristol; so much of Virginia as is south of, 
but not including, the line of the Norfolk & Western 
Railway from Bristol, through Roanoke, Lynchburg, Peters- 
burg, and Suffolk to Norfolk; all of North Carolina, with 
the exception of a few stations in the extreme South- 
west and South, and all that part of South Carolina east 
and north of the Southern Railway from Walhalla, through 
Anderson, Belton, Greenwood and Alston to Columbia, and 
north of the Atlantic Coast Line from Columbia, through 
Sumter and Florence to Wilmington. This southern 
boundary of Carolina territory is generally called the 
“Walhalla line,” and, as has been noted, Columbia is im- 
mediately on and north of this line. South and west of 
Carolina territory proper is a territory sometimes known 
as Carolina territory south of the Walhalla line and 
sometimes as southeastern territory, Atlanta subdivision. 
This extends eastward of an imaginary line connecting 
Murphy, N. C., with Atlanta and north of the line of the 
xreorgia Railroad from Atlanta to Augusta and north of 
the line of the Southern Railway from Augusta eastward 
through Blackville, Denmark and Branchville to Charles- 
ton. Southeastern territory for the purposes of this case 
may be described brieffy as all that portion of Georgia 
west of an imaginary line from Murphy, N. C., to Atlanta, 
south of the Georgia Railroad from Atlanta to Augusta 
and that part of South Carolina south of the Southern 
Railway from Augusta to Charleston. It also embraces 
portions of northeastern Alabama and of eastern aid 
southern Florida. Charleston, however, is for practically 
all purposes in southeastern territory proper. 

It is not necessary in this report to enter into an 
extended exposition, either of the histories of these rate 
territories, or of the bases upon which through rates 
are made to points located therein, because, as it ap- 
pears to us, the question here is not why or how the 
rates to Columbia and to Augusta differ, but whether 
the differences which exist in favor of Augusta are lawful. 
Assuming for the present that these territorial groupings 
are justified generally by geographic and commercial con- 
siderations, including therein distances frgm points of 
origin to points of destination as well as the competition 
between carriers for traffic and between markets for out- 
lets and supplies, it still remains true, and to our mind 
the dominant fact in this case, that neither to Carolina 
nor to southeastern territory are rates made primarily 
upon considerations of mileage, but chiefly in view of 
the competitive forces focused at certain points where 
the paths of commerce and the routes of transportation 
meet. In saying this we do not ignore the facts that there 
are no basing points, properly so-called in Carolina ter- 
ritory, unless Columbia and perhaps the ports, be so 
treated, and that the basing-point system is of general 
application in southeastern territory; neither do we mean 
that in these territories the carriers pay no attention 
to mileage in making their rates; nor is it inferred that 
in their eagerness for traffic, or in their complaisance 
to the various markets, they make rates to competitive 
points that are not at least compensatory. But it would 
appear that the rates to both territories frequently de- 
crease with the growth of competition, even where it 
would seem they should increase in proportion to dis- 
tance. To illustrate: The rates from Cincinnati-Louis- 
ville to Columbia and to Augusta are higher on classes 
1, 2, 3, C, D, E, H and F, and lower on classes 4, 5, 6 
and A than the rates from the same points to Charleston 
and Savannah. And, taking Atlanta as one of the places 
in the South where competition is most intense, while 
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the rates from Cincinnati-Louisville to the ports named 


are lower on classes 1, 2, 3, E and H than to Atlanta, 


the rates on classes 4, 5, 6, A, B, C, D and F are higher 
to the ports than to Atlanta. So that apparently it is 
true that while the carriers serving these territories have 
not lost sight of mileage in the adjustment of their scales 
of rates to these points, particularly when the heavier 
commodities which move in large quantities are consid- 
ered; nevertheless, their rates are constructed chiefly 
with reference to the competitions which converge at 
the points of distribution. The result is: Columbia and 
Augusta have rates from Cincinnati-Louisville on classes 
1, 2, 3, C, D, H and F higher than the rates to less distant 
Atlanta or than to the more distant ports; but neither 
Columbia nor Augusta has any of these class rates lower 
than the rate on the same class to Atlanta, although 
they both have some rates that are lower than to the 
ports, as pointed out above. 
Comparisons Do Not Always Hold Goo. 

These comparisons of the class rates from Cincinnati- 
Louisville to Columbia and to Augusta with the rates 
from the same Ohio River crossings to Atlanta and to 
the ports do not always hold good with respect to the 
rates on specific commodities, Augusta, in many in- 
stances, having commodity rates from Cincinnati-Louisville 
lower than Atlanta. In such cases the departure from 
the general adjustment of rates to Atlanta and Augusta 
is apparently due to an effort to meet market competi- 
tion from the east, and these exceptions follow and prove 
the broad rule indicated above. In southeastern and Caro- 
lina territories, provided mileage be not prohibitory, rates 
are made primarily in view of competitions, not mainly 
with respect to distances. 

Now, the pertinence of the above comparison of the 
rates from Cincinnati-Louisville to Columbia and to Au- 
gusta is to be found in these facts: The carriers have 
recognized the similarity of the rail locations of these 
cities with reference to the ports by equalizing the class 
rates to Columbia and Augusta from Baltimore and the 
east; the reasonableness of the rates from the west is 
not in issue; these rates, apparently, are made primarily, 
not with respect to distance, but with regard mainly to 
competitive conditions; and the rates to Columbia and to 
Augusta specified above, while bearing the relationships 
set forth, are equal only on classes 3, 4 and A. 

The defendants proved that the carriers have not 
made their rates to Augusta as low as the all-water rates; 
that on some classes and commodities from Chicago to 
Augusta they do not make rates via Cincinnati-Louisville 
as low as via rail-water-and-rail, and that rates from the 
west to Augusta are made differentials over Atlanta or 
Savannah. The conclusion would seem to be that Au- 
gusta’s location, as an intermediate and secondary point 
of distrijution and consumption, has been fully recog- 
nized, wkereas Columbia’s similar location, with respect 
to distance by rail from the ports, has not been given 
the same degree of consideration, and that competition 
between rail carriers and water carriers has not reduced 
the rates by rail to Augusta below the point of reasonable- 
ness to the rail carriers. 

Cincinnati-Louisville Rates. 

With respect to the rates from Cincinnati-Louisville, 
the defendants further showed that the rate-making lines 
to Augusta are the Georgia Railroad and its western 
connections, the Georgia Railroad terminating at Augusta; 
that the delivering lines at Columbia, which also serve 
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Augusta mediately or immediately, the Southern Railway 
and the Atlantic Coast Line, while they have a voice in 
making rates to Columbia, merely meet the rates to 
Augusta that are made by the western lines; that the 
first all-rail route to Columbia from the west was via 
Augusta, and that while Columbia, via the short line, 
now has a mileage somewhat less than Augusta, never- 
theless, in a rate-making sense it is east of and beyond 
Augusta, and therefore, they say, Columbia should take 
a somewhat higher scale of rates. Historically this is 
quite true; it sets forth succinctly the early development 
of all-rail transportation from Cincinnati-Louisville to Au- 
gusta and to Columbia, and it is to be considered with 
the other claims of the defendants that at Augusta and 
at the ports there are competitions to be met that are 
not so potent at Columbia. But the force of this argu- 
ment is weakened by the facts that the western lines, 
so-called, terminate at Augusta; that southeastern terri- 
tory extends in South Carolina south and east of Colum- 
bia, and that the rates from Cincinnati-Louisville to 
Charleston could not have been established and cannot 
now be maintained without the concurrence of the South- 
ern Railway and the Atlantic Coast Line. 

Columbia as well as Augusta has competition to meet 
from Charleston and from Savannah, and its ability to 
meet this competition, sq far as rates are concerned, is 
generally less than Augusta’s on commodities from the 
east and on classes and commodities from Cincinnati- 
Louisville. This disadvantage the carriers have volun- 
tarily corrected, in part, so far as class rates from the 
east are concerned, and it is difficult to understand why 
Columbia is not entitled to have its rail location with 
respect to the ports as fully recognized in all rates from 
the east, from Cincinnati, from Louisville and from Knox- 
ville. 

The defendants object, however, to taking Columbia 
out of Carolina territory and placing it in southeastern 
territory, which, they say, would result from granting 
to Columbia rates no higher than apply to Augusta. This 
would not follow of necessity. Rates to Columbia from 
Cincinnati-Louisville are now made substantially upon the 
Virginia cities combination, or upon combinations on Paint 
Rock, Charleston, Augusta or other gateways, whichever 
be lower. The complainant is interested, not so much in 
the method of making of these rates as in the ultimate re- 
sults, and the rates on classes 5 and B, as well as on a few 
commodities, are now lower to Columbia than to Augusta 
It follows, therefore, that no readjustment of territory 
need be made if the Cincinnati-Louisville rates to Augusta 
be observed as the maxima, not as the bases, for the 
rates from the same points of origin to Columbia. 


Water Transportation. 


Water transportation, by the Santee and Congaree 
rivers between Georgetown and Columbia and by the Sa- 
vannah River between Savannah and Augusta, was mad: 
the predominant feature of this record by all parties, th: 
complainant contending that Columbia, by reason of the 
fact that it has recently had such transportation should 
be entitled to rites by rail as low as apply at Augusta 
the defendants, with whom the intervener agreed, main 
taining, on the other hand, that the rate advantages o 
the latter city are due to the greater volume and long: 
existence of water transportation to that place. Tran: 
portation by river, however, was not the basis upon whic 
class rates from the east were equalized to Columbi2 
and Augusta; the real basis was the relatively equal rai! 
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distances of these cities from Charleston and Savannah, 
and it does not seem to us that the situation disclosed 
here can satisfactorily be answered by the respective 
amounts or durations of the water facilities of these two 
places. Briefly stated, the rail carriers have recognized 
the competitive force of water transportation at Augusta 
by lowering their rates whenever they thought they could 
afford so to do and have, apparently, left to the water 
carriers there certain other traffic because they have 
not believed they could make rates low enough to secure 
it. .At Columbia, however, they have not seen fit to 
make any rates based solely upon the competition offered 
them by the water carrier on the Congaree River. It 
is not necessary here to decide whether this position be 
well taken or not, for as it appears to us the rail rela- 
tionship of these two cities to the ports and to each 
other must determine the relative justice and equality 
of their rail rates from Cincinnati-Louisville as well as 
from the east, and Augusta and Columbia may still retain 
such particular advantages as they have by reason of 
their geographical locations, their industry and thrift. 

Certain irregularities in the rates from Washington, 
D. C., and from points related thereto, to Columbia and 
to Augusta were pointed out; we understand, however, 
that these disparities the carriers are willing to correct, 
and as the question here is not the amount of these rates 
but the relationship maintained by them between Colum- 
bia and Augusta, the carriers will be expected to cure 
these differences in the way that will best preserve the 
relative adjustment of rates from Washington and other 
eastern points. 

Differences Justified. 

The differences now existing in the rates on certain 
commodities from eastern points to Columbia and to 
Augusta were explained by the defendants as justified in 
view of the competition of water carriers at Augusta, or 
because these commodities move under class rates to 
Columbia, whereas to Augusta specific rates have been 
published. From Baltimore, or from other eastern points 
of origin from which the rates are made with relation 
thereto, Columbia is no farther distant, in most cases 
less distant, than Augusta; and, without resting our find- 
ing upon distance, it would seem that there is no §ub- 
stantial reason why Columbia should not have its rail 
relationship to the ports recognized with respect to the 
rates on specific commodities as well as upon the classes. 

Throughout this report attention has been directed 
mainly to the rates from Cincinnati and from Louisville, 
because, as it seems to us, the relative locations of Co- 
lumbia and Augusta with respect to these points of origin, 
to each other and to Charleston and Savannah demand 
a readjustment of these rates, and because the rates 
from these gateways illustrate with substantial accuracy 
the entire system of rates from the west. All we have 
said about these class rates May be applied with equal 
force to the commodity rates to Columbia and Augusta 
from these upper Ohio River crossings. Rates from all 
points cannot be made the same to Columbia as to Au- 
gusta, nor does the present record warrant such attempt. 
The rates to Columbia and to Augusta from the lower, or 
more western, crossings, from Nashville and from Mem- 
phis or other Mississippi River crossings, do not seem 
to require any further adjustment than will follow from 
the application of the present differentials over or under 
the rates from Cincinnati-Louisville. We say this be- 
cause we find no reason in the present pfoceedings to 
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take Columbia out of Carolina territory or to give it an 
undue advantage in that territory in rates from these 
more western points of origin. Columbia and the same 
is true of Carolina territory generally, is in some re- 
spects more distant from these western river crossings 
than Augusta or southeastern territory; some lowering 
of these rates to Columbia will result from the adjust- 
ment here indicated from Cincinnati-Louisville, and a 
change in the present differentials would result in a re- 
distribution of traffic through these crossings from far 
western points like Omaha, Kansas City, and St. Louis 
that would be wholly unjustified on the present record. 
Reason for Disparities. 


The defendants urge that many of the apparent dis- 
parities in rates to Augusta and to Columbia are due 
to the fact that rates to Atlanta are sometimes extended 
to Augusta under the established adjustments between 
those places without regard to whether traffic actually 
moves thereunder or not, and that, in so far as these 
are “paper” rates, Columbia is not thereby prejudiced. 
They offer to establish reasonable and, as they regard 
them, non-prejudicial, rates to Columbia whenever traffic 
may be expected to move. The complainant, however, 
regards the whole rate situation as subjecting it and the 
city of Columbia to undue prejudice and disadvantage. 
To the extent indicated—that is, on all classes and com- 
modities from Cincinnati-Louisville—we think the rates 
to Columbia should not be higher than the rates to 
Augusta; and we belieye that Columbia will receive rates 
not unduly prejudicial to it from the more western river 
crossings if the rates from them be established not higher 
than the present Carolina differentials over or under 
the rates from Cincinnati-Louisville. 

Knoxville ig directly intermediate to Cincinnati-Louis- 
ville and Columbia-Augusta on at least one of the routes, 
and rates from Knoxville to Columbia should not exceed 
those contemporaneously maintained to Augtsta. 


Upon consideration of all the facts and circum- 
stances shown herein, our conclusions are that commodity 
rates from Baltimore, Md., or from points from which 
the rates are made with relation thereto, to Columbia, 
S. C., which exceed those contemporaneously maintained 
from the same points to Augusta, Ga., all-rail or water- 
and-rail, unduly prefer Augusta and subject Columbia to 
undue prejudice and disadvantage; we further find that 
rates on classes and commodities from Cincinnati, O., 
from Louisville, Ky., and from Knoxville, Tenn., to Co- 
lumbia, S. C., which exceed those contemporaneously 
maintained from the same points to Augusta, Ga., unduly 
prefer Augusta and subject Columbia to undue prejudice 
and disadvantage; and we further find that rates from 
points from which the rates are made with relation to 
the rates from said Cincinnati and Louisville should here- 
after be made by observing the existing Carolina dif- 
ferentials over or under said rates from said Cincinnati 
and Louisville to Columbia. 

An order in accord herewith will be issued. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 
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It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, 
and they are hereby, notified and required to cease and 
desist, on or before Feb. 1, 1914, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting or receiving commodity rates for 
the transportation, all-rail, or water-and-rail, of any article 
or commodity from Baltimore, Md., and from points from 
which the rates are made with relation thereto, to Co- 
lumbia, S. C., which exceed the commodity rates con- 
temporaneously maintained for the transportation, all-rail 
or water-and-rail, of the same article or commodity from 
the said Baltimore, or from the said points from which 
the rates are made with relation thereto, to Augusta, Ga. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they 
are hereby, notified and required to establish, on or before 
Feb. 1, 1914, upon statutory notice to the Interstate Com- 
merce Commission and the general public by filing and 
posting in the manner prescribed, in section 6 of the Act 
to regulate commerce, and for a period of not less than 
two years after said Feb. 1, 1914, to maintain and apply 
to the transportation of traffic, all-rail or water-and-rail, 
from Baltimore, Md., and from points from which the 
rates are made with relation thereto, to Columbia, S. C., 
commodity rates which shall not exceed the commodity 
rates contemporaneously maintained from the said points 
of origin to Augusta, Ga. 

It is further ordered, That the above-named defend- 
ants, according as they participate in the transportation, 
be, and they are hereby, notified and required to cease 
and desist, on or before Feb. 1, 1914, and for a period 
of not less than two years thereafter to abstain, from 
charging, demanding, collecting or receiving class and 
commodity rates for the transportation of articles from 
Cincinnati, O., Louisville, Ky., and Knoxville, Tenn., to 
Columbia, S. C., which exceed the class and commodity 
rates contemporaneously maintained for the transporta- 
tion of the same articles from the said points of origin 
to Augusta, Ga. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and they 
are hereby, notified and required to establish, on or be: 
fore Feb. 1, 1914, upon statutory notice to the Interstate 
Commerce Commission and the general public by filing 
and posting in the manner prescribed in section 6 of the 
Act to regulate commerce, and for a period of not less 
than two years after said Feb. 1, 1914, to maintain and 
apply to the transportation of traffic from Cincinnati, O., 
Louisville, Ky., and Knoxville, Tenn., to Columbia, S. C., 
class and commodity rates which shall not exceed the 
class and commodity rates applicable to the same articles 
contemporaneously maintained over their lines for the 
transportation of the same articles from the said points 
of origin to Augusta, Ga. 

It is further ordered, That the above-named defend- 
ants, according as they participate in the transportation, 
be, and they are hereby, notified and required to cease 
and desist, on or before Feb. 1, 1914, and for a period 
of not less than two years thereafter to abstain, from 
charging, demanding, collecting or receiving class and 
commodity rates for the transportation of articles from 
points from which the rates are made with relation to the 
rates from Cincinnati, O., and from Louisville, Ky., to 
Columbia, S. C., which shall exceed rates from said Cin- 
cinnati and Louisville to said Columbia by more than 
the extent of the existing Carolina differentials, arbi- 
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traries, or differences, over or under said rates from said 
Cincinnati and Louisville to said Columbia. 

And it is further ordered, That said defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Feb. 1, 1914, upon statutory notice to the In- 
terstate Commerce Commission and the general public 
by filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and for a period of 
not less than two years after said Feb. 1, 1914, to main- 
tain and apply to the transportation of traffic from points 
from which the rates are made with relation to the rates 
from Cincinnati, O., and from Louisville, Ky., to Colum- 
bia, S. C., rates which shall not exceed said rates from 
said Cincinnati and Louisville to said Columbia by more 
than the existing Carolina differentials, arbitraries or 
differences over or under said rates from said Cincinnati 
and Louisville to said Columbia. 


SWITCHING FOR WEIGHING 


CASE NO. 5409 (28 I. C. C. Rep., P. 350) 
AMERICAN BRAKE SHOE & FOUNDRY CO. VS. BELT 
RAILWAY CO. OF CHATTANOOGA ET AL. 

CASE NO. 5409 (SUB-NO. 1). 
SAME VS. NASHVILLE, CHATTANOOGA & ST. LOUIS 


RAILWAY. 
Submitted June 9, 1913. Decided Oct. 14, 1913. 
Rule of carriers providing that where cars are switched to 
private scales for weighing a charge of 50 cents per car 
would be made unless weights so ascertained were used for 


the assessment of freight charges not found to be unlawful 


O. L. Bunn for complainant. 
R. Walton Moore and Frank W. Gwathmey for de- 
fendants. 
Report of the Commission, 


PROUTY, Commissioner: 

The complainant operates an extensive plant near 
Chattanooga, Tenn., for the manufacture of brake shoes 
and perhaps other iron castings, and in the operation of 
this plant it ships out numerous carloads of its product 
and ships in large quantities of raw material, principally 
scrap iron, pig iron and coke. 

This plant is connected with the outside railroad 
world by two lines of railway, the Nashville, Chattanooga 
& St. Louis Railway and the Belt Railway Co. of Chatta- 
nooga, in connection with the Alabama Great Southern 
Railroad. This proceeding consists really of two com- 
plaints, one directed against each of these lines of railway. 

The time covered by this complaint is from Jan. 1, 
1911, to June 30, 1912. During that period both the de- 
fendants had on file with this Commission and in effect 
tariffs providing, in substance, that where cars were 
switched to private scales for weighing a charge of 50 
cents per car would be made unless the weights so ascer- 
tained were used for the assessment of freight charges. 
The complainant has, within the limits of its plant, pri- 
vate scales, and during this period a considerable number 
of cars were switched by both defendants to these scales 
for the purpose of being weighed. For this service 50 
cents per car was collected. This, the complainant as- 
serts, was an unlawful exaction, and it asks to recover 
about $750 against each of the defendants on that account. 

Some suggestion is made that this service, as rendered 
in case of the complainant, costs the defendants practically 
nothing, and that therefore no charge should be made: 
put this contention cannot be sustained. While it is true 
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that many of these cars which are weighed must pass 
over these track scales in the course of movement in 
and out of this plant, still, in case of such cars, they 
must be -spotted in order to be properly weighed, and 
these cars, moreover, by no means constitute the whole 
nor indeed a majority of the cars placed upon these scales 
for weighing. In many instances there must be two 
independent movements, one to the scale and another 
from the scale when the car is weighed. We find that 
this charge is reasonable if the imposition of any charge 
is proper. 

The cars on account of which these charges have 
been collected are inbound loaded cars, empty cars, and 
outbound loaded cars. Since the question is not pre- 
cisely the same with respect to these different vlasses, they 
may be considered separately. 


Outbound Loaded Cars. 


As a rule carload freight is weighed at the point of 
origin, and such was the practice of these carriers at 
Chattanooga. The scales of the complainant were in- 
stalled for its private use, but they are so constructed, as 
already suggested, that cars moving in and out of its 
plant can be more conveniently weighed upon these pri- 
vate scales than upon the track scales of the railroads 
at Chattanooga. It also appears that cars received from 
certain other shippers in that vicinity can be most con- 
veniently weighed upon these scales. For this reason it 
was the practice of these defendants, previous to Jan. 1, 
1911, to weigh loaded outbound cars, both from the plant 
of the complainant and in some other instances, upon 
these private scales, and to use the weights so ascer- 
tained for billing purposes. The scales then and now 
were tested by these defendants under the direction of 
the Southern Weighing and Inspection Bureau, and were 
operated by the certified inspectors of that organization. 

For some reason this method of weighing cars at 
Chattanooga, which seems to have been followed in other 
cases than with this complainant, was not satisfactory 
to the railroad companies, who determined to discontinue 
it and to confine the weighing of carload freight entirely 
to their own scales. A circular was therefore issued 
stating that on and after January 1 all cars would be 
weighed upon railroad track scales at Chattanooga for 
the assessment of freight charges; that the practice of 
weighing cars upon private scales for railroad purposes 
would be discontinued, and that the charge for switching 
to private scales would, in all cases, be enforced. In 
accordance with this circular, beginning Jan. 1, 1911, the 
cars of the complainant loaded with outbound freight 
were weighed upon railroad track scales at Chattanooga, 
and the weights so ascertained were used for the assess- 
ment of freight charges. While the testimony is not 
altogether clear, this is our understanding of it. 


The practice so entered upon did not give satisfaction 
to shippers, who were able to finally influence certain 
railroads serving Chattanooga to’ absorb the 50-cent charge 
for placing upon private scales outbound loaded cars, 


which were afterward transported over those lines. This 
in time led to an entire discontinuance of the practice, 
so that, beginning June 30, 1912, no charges have been 
assessed on the loaded outbound cars. 

There is some suggestion in the testimony that, as 
different lines began to absorb this charge, the defendants 
collected of the complainant in certain instances where 
they should have collected and perhaps did collect of their 
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connections, but this does not appear with sufficient defi- 
niteness to permit a finding upon that point. 


Inbound and Empty Cars. 

Ordinarily the carload freight delivered into the plant 
of the complainant by the defendants is not weighed upon 
track scales at Chattanooga, the weights as ascertained 
at the point of origin and en route being accepted as cor- 
rect for the assessment of freight charges. The com- 
plainant itself does, however, find it necessary or ex- 
pedient in the conduct of its business to weigh all loaded 
inbound freight. In order to ascertain the correct weight 
either of outbound or inbound freight it is necessary, 
owing to the great deviation of the stenciled tare weight 
from the actual light weight of the car, to weigh the 
empty car before being loaded or after being unloaded, 
as well as the loaded car. In the conduct of its business, 
therefore, complainant causes these cars to be placed 
upon the scales both loaded and empty. It insists upon 
the correctness of the weight so ascertained with those 
from whom it purchases material and to whom it sells 
its product. 

It is evident that the weighing of empty cars and the 
weighing of loaded inbound cars is for the benefit of the 
complainant. That advantage may be of two kinds: First, 
the accurate weight may be needed for the purpose of 
checking against the weight for which it is required to 
pay or against which it collects from those to whom it 
sells; and, second, it may use this weight for the purpose 
of correcting the wéight upon which freight charges have 
been assessed. 

It is evident that when the weight so ascertained is 
used for the purpose of adjusting accounts between the 
complainant and those with whom it deals, the service 
is for the benefit of the complainant and is one in which 
the defendants have no concern whatever. To that extent 
there is no reason why the railroad company should be 
required to render this service gratis for this complainant. 


Mal Insist Upon Correct Weights. 


The complainant is entitled to insist upon the assess- 
ment of its freight charges on correct weights. The Com- 
mission expressed the opinion in the Weighing Investiga- 
tion, 28 I. C. C. 7 [Traffic World, Aug. 9, 1913, p. 289], 
that it should be the right of a shipper to demand a re- 
weighing of his car, and that, if upon such reweighing 
it appeared that the weight as ascertained by the carrier 
was so far erroneous that it ought, with a fair measure 
of tolerance, to be corrected, no charge should be made 
by the railroad for the reweighing. Our opinion had ref- 
erence to reweighing by the railroad itself, but would 
apply equally to a switch movement like that under con- 
sideration to the private scales of the complainant. We 
think exactly that rule ought to be applied here. If this 
reweighing, which is at the instance and for the benefit 
of the complainant, discloses no such error in the weigh- 
ing as entitles it under the tariffs of the defendant on 
file to a correction in the transportation charges, then 
the complainant is properly required to pay 50 cents a 
car for the movement, but if the weighing develops such 
error that the complainant obtains or is entitled to a 
correction in his freight charges, then no charge should 
be made either for the movement of the empty car or the 
loaded car to the scale. 

This case does not disclose any instance of that 
character; indeed, it was not tried upon that theory, 
the assumption being that either no charge should be 
made or that the charge should be made in every 
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instance. We think that the complainant should be 
given opportunity to show whether or not any of 
these charges are such as entitle it to a refund. It may, 
therefore, within 30 days of the service of this report, 
file with the Commission a statement showing in detail 
the carloads on account of which, under this opinion, it 
claims a recovery, if any. If no such statement is filed, the 
complaint will be dismissed; otherwise it will be retained 
for further proceedings. 

The record shows that under the tariffs of one of 
these defendants, on coke a tolerance of 1 per cent on 
the weight of the shipment, with a minimum of 500 pounds, 
is allowed, but that on all other commodities the tol- 
erance is 2 per cent, with a minimum of 1,000 pounds. 
We have expressed in the Weighing Investigation, supra, 
the opinion that a tolerance of 500 pounds on coke and 
coal would perhaps be reasonable, but it is our impres- 
sion that the tolerance on other commodities is much too 
great. It may be that some articles could be found 
with respect to which as wide a measure of latitude 
should be allowed, but certainly that cannot be true of 
all commodities. This matter is only referred to here 
for the purpose of indicating that no finding is made upon 
that point. The tariffs of the defendants in this respect 
are not attacked, and we do not think that we should 
condemn this rule of tolerance when drawn into the case 
in this collateral fashion. We assume, for the purpose 
of disposing of this complaint, that the regulation is a 
reasonable one. 


IOWA GRAIN RATES 


1. & S. NO. 239 (28 I. C. C. Rep., P. 354) 


Submitted Sept. 11, 1913. Decided Oct. 14, 1913. 


Proposed increased rates on grain between stations on line of 
Chicago, Milwaukee & St. Paul Railway between Spencer 
and Manila, Iowa, and intermediate stations not justified. 
Present rates just and reasonable. 


George T. Bell and G. H. Henderson for Traffic Bureau 
of Sioux City Commercial Club. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way. 

Report of the Commission. 
PROUTY, Commissioner: 

One division of the Chicago, Milwaukee & St. Paul 
Railway extends from Spencer, Ia., west through Sheldon, 
Ia., to Hudson, S. D., thence south to Sioux City, Ia., 
and thence southeast to Manila, Ia. Traffic between points 
upon this line in the state of Iowa north of Sioux City 
and points in South Dakota, upon the one hand, and 
Sioux City and points southeast of Sioux City, upon the 
other hand, is therefore interstate. The increases under 
suspension apply between Sheldon, Ia., and Buck Grove, Ia. 

The rate upon wheat by this line from Spencer to 
Sioux City is 8.8 cents, and this was said to be the rate 
which would result from an application of the Iowa dis- 
tance tariff. That rate is carried as a blanket as far 
west as Sheldon, at which point a rate of 7.9 is named, 
this again being the rate which would result from an 
application of the Iowa distance tariff to the distance 
from Sheldon to Sioux City. 

This rate of 7.9 cents is carried as a blanket as far 
as Hawarden, 46 miles from Sioux City. From this point 
rates are gradually reduced, that from Elk Point being 
6.5 cents for a distance of 21 miles. 

It is proposed to leave the present rates from Elk 
Point to Chatsworth the same as at preesnt, but to in- 
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crease all rates north and west of Chatsworth, the rate 
from Spencer being 15 cents. 

The Chicago, St. Paul, Minneapolis & Omaha is the 
short line between Sheldon and Sioux City and.is entirely 
within the state of Iowa. The rate by that line is there- 
fore made by the Iowa distance scale, and this produces 
from Sheldon and one or two stations east and west a 
somewhat lower rate than would be made by the applica- 
tion of the Iowa distance tariff to the line of the Chicago, 
Milwaukee & St. Paul. That company has constructed 
the rates which it proposes to put in effect by an ap- 
plication of what is known as the interstate distance 
tariff, which is materially higher than the Iowa distance 
tariff. It does not seek to meet at Sheldon or Spencer 
the rates of the short line, but chooses to abandon busi- 
ness at thuse points unless it can subsequently obtain 
leave from this Commission to disregard the fourth sec- 
tion. The only question presented for our consideration 
is whether the interstate distance tariff under which the 
respondent railroad is attempting to apply by its tariff 
under suspension is a just and reasonable schedule. 

In Sioux City Terminal Elevator Co. vs. C., M. & 
St. P. Ry. Co., 23 I. C. C., 98 [Traffic World, April 13, 
1912, p. 717], the Commission held that grain rates from 
certain points in South Dakota to Sioux City were un- 
reasonable. It did not in that proceeding at that time 
attempt to fix reasonable rate-, but stated that it would 
do so unless the parties could themselves agree. To 
what extent the parties may have agreed we are not 
informed, but the Commission itself has never fixed rea- 
sonable rates in that proceeding. 

The testimony in the present instance indicates that 
the rates which were condemned by the Commission in 
that case were constructed by applying the same inter- 
state distance scale which it is sought to apply in this 
case. Upon a consideration of the whole record, we 
hold that the respondent has failed to justify these in- 
creases and that the present rates are just and reasonable. 
The respondent will therefore be ordered to maintain 
the present rates for a period of two years, but if before 
the expiration of that time the Commission determines 
that rates higher than those now in effect may be prop- 
erly established upon these lines west of Sioux City, this 
order will be modified so as to permit the establishment 
of similar rates upon this line of the respondent. 





ORDER. 

It appearing, That on March 25, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in the schedules con- 
tained in a tariff designated as follows: Chicago, Mil- 
waukee & St. Paul Railway supplement No. 13 to C., M. & 
St. P. I. C. C. No. B-1355, and subsequently ordered that 
the operation of said schedules contained in said .tariff 
be suspended until Jan. 25, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and, conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the carriers respondent herein 
and designated in said tariff be, and they are hereby, 
notified and required to cancel, on or -before Jan. 2, 1914, 
the rates and charges stated in the schedules specified in 
said orders of suspension. 
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It is further ordered, That said carriers shall con: 
tinue in force for a period of not less than two years 
from said Jan. 2, 1914, and apply to the transportation 
of grain and flour from and between stations on the line 
of the Chicago, Milwaukee & St. Paul Railway between 
Spencer, Ia., and Manila, Ia., and intermediate stations, 
rates not in excess of those applicable to the transporta- 
tion of grain and flour from said points of origin to said 
points of destination in effect on March 26, 1913. 


PRESCRIBES CITRUS FRUIT RATES 





CASE NO. 5195 (28 I. C. C. Rep., P. 356) 
RAILROAD COMMISSIONERS OF THE STATE OF 
FLORIDA VS. ATLANTIC COAST LINE RAILROAD 
CO. ET AL. 
CASE NO. 5195 (SUB-NO. 1). 
SAME VS. CALOOSAHATCHEE RIVER STEAMBOAT 
LINE ET AL. 


Submitted Oct. 8, 1913. Decided Oct. 14, 1913. 


Rates of 33 cents per 100 pounds, carload, and 35 cents per 100 
pounds, less than carload, for the transportation of citrus 
fruits from landings on upper Caloosahatchee River in 
Florida to Jacksonville, Fla., when for beyond, found un- 
reasonable to the extent that they exceed 31 cents, carload, 
and 34 cents, less than carload, which are prescribed as 
reasonable for the future. 


R. Hudson Burr, Newton A. Blitch, Royal C. Dunn 
and F. M. Hudson for complainant. 

R. Walton Moore and M. Carter Hall for defendants. 

Report of the Commission. 
PROUTY, Commissioner: 

The complaint attacks rates upon both fruits and 
vegetables from landings upon the upper Caloosahatchee 
River to Jacksonville when for beyond, but only citrus 
fruits were referred to upon the hearing, and only that 
commodity will be considered. 

The defendants are the Atlantic Coast Line Railroad 
Co., which operates a line of railroad from Fort Myers 
to Jacksonville, and the Caloosahatchee River Steamboat 
Line, an incorporated company operating a line of steam- 
boats from points upon the upper Caloosahatchee River 
to Fort Myers. These defendants maintain joint rates 
of 33 cents, carload, and 35 cents, less than carload, from 
landings upon the upper Caloosahatchee River to Jack- 
sonville when for shipment to interstate points beyond, 
and these are the rates under examination. 

As the result of an extended investigation, this Com- 
mission prescribed certain mileage rates for the trans- 
portation of citrus fruits from points of origin upon the 
Atlantic Coast Line Railroad and certain other railroads 
in the state of Florida to Jacksonville and other base 
points when for interstate shipment beyond, and also 
established a relation between carload and less-than-car- 
load shipments. 

Rates Were Reduced. 

Previous to Jan. 2, 1912, the rate on citrus fruits from 
Fort Myers to Jacksonville had been 30 cents per box, 
any quantity, but on January 2, in consequence of the 
application of the mileage scale above referred to, that 
rate was reduced to 23 cents per box, carload, and 26 
cents per box, less than carload. The rate from the river 
landings had been 35 cents when the rate from Fort 
Myers was 30 cents. A reduction was now made in the 
carload rate of 2 cents, resulting in 33 cents, carload, and 
35 cents, less than carload, as already stated. The real 
complaint is that orange growers upon the upper Caloosa- 
hatchee River have not benefited by the reductions ordered 
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by this Commission to the same extent as have those in 
the vicinity of Fort Myers. 

The evidence of the complainant tended to show that 
porducers of citrus fruits upon the upper river labored 
under many disadvantages not experienced by their com- 
petitors in the vicinity of Fort Myers, and from this it is 
argued that certainly as great a reduction should have 
been made in rates from this territory as from Fort Myers; 
in other words, it is claimed that the defendants should 
have maintained the same relation of rates which formerly 
existed and that the present rate should be reduced from 
33 cents to 28 cents. But the purpose of the Commission 
in applying its mileage scale was not to make uniform 
reductions in all parts of the state. The object, and 
perhaps the principal object, was to remove inequalities 
which had previously existed. At some points no re- 
duction whatever resulted, while at others the reduction 
was very considerable. The reduction at Fort Myers 
was one of the most considerable in all Florida, and it 
cannot be assumed that the same reduction must be 
made to the complainant unless the relation which for- 
merly existed was a proper one. We must inquire, there- 
fore, not what the relation had been, but rather what 
it should be. 

The Caloosahatchee River Steamboat Line is an in- 
corporated company operating a line of steamboats from 
various landing upon the Caloosahatchee River to Fort 
Myers. It owns several freight and passenger boats, the 
total value of its equipment being placed at approxi- 
mately $40,000. This company is but recently incorpo- 
rated, but its owners have for several years conducted 
this business, which has during that time greatly de- 
veloped. Passengers and all kinds of freight are car- 
ried in both directions, but the great bulk of the traffic 
consists of the transportation of citrus fruits from points 
of production upon the upper river to Fort Myers and 
of the materials required for the maintenance of the citrus 
fruit industry in the reverse direction. From 200,000 to 
300,000 boxes of oranges are produced in territory trib- 
utary to this river, and the bulk of this production is 
handled by this steamboat line, which seems to have no 
serious competitor. This traffic moves in yolume during 
about four months; for the remainder of the year the 
business of the company is extremely light. 


Division Formerly Allowed. 


Originally a division of 7 cents per box was allowed 
the steamboat company; but several years ago the Atlan- 
tic Coast Line, being convinced that the steamboat com- 
pany could not live upon that division, increased the 
allowance to 9 cents per box. It does not appear exactly 
when this increase was made, but such had been the 
division for several years before the rate was reduced, in 
January, 1912, from 35 to 33 cents. At the time of the 
reduction no change was made in the division, the rail- 
road company losing, therefore, the entire amount of the 
reduction. 

The steamboat company gave. evidence tending to 
show that it could not maintain itself upon a less division 
than 9 cents. The financial transactions of one year 
were introduced, and the testimony of the present man- 
ager, who had been the former owner, under whom the 
business has been built up, was given at considerable 
length. Without attempting to review this testimony, it 
is our impression that this steamboat line cannot render 
an efficient service with a reasonable profit to itself upon 
a less compensation than 9 cents per box. 
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The question therefore, is, Should the 
Line Railroad be required to accept 
When the rate 
Jacksonville was 35 cents and the division to the steam- 
line 9 cents, the 
that 


cents, so 


Atlantic Coast 
less than it is 
river landings to 


now 


obtaining? from these 


boat received 26 cents for its 
local 
was 


railroad 
service. At time its from 
that it 
less on the business coming to it from its steamboat con- 
nection than it received 
To-day the 


carloads 


rate Fort Myers 


was 30 receiving 4 cents per box 


upon business originating at 


Fort Myers. rate from the river crossings 


is 33 and this business 


while from 


cents, practically all 


moves in carloads Fort Myers the local rate 


is 23 cents. The division being 9 cents, it follows that 


the railroad is now receiving 24 cents per box on busi- 


ness from the steamboat line as compared with 23 cents 


per box on business originating at Fort Myers 


Wharfage Charges. 
In justification of its higher receipts on business from 
that it 


which a wharfage 


the boat line, the railroad company states main 


tains certain wharves at Fort Myers for 


charge of 1% cents per 100 pounds is made. The case 


shows nothing as to the manner in which these wharves 


handled 


was before 


are used nor in which this particular traffic is 


The use is the same to-day as it 


Fort 


over them. 


the reduction in the rate from Myers 


This boat line, with respect to this traffic, stands 


to the Atlantic Coast Line much as branch rail 


This Commission has several times held that where 


would a 
road, 
traffic 
accept for its 


originates upon a branch line the 
haul 


receives 


main line should 


from the junction point something 


than it 
point. We 
here. The 


less upon business 
think the 
Atlantic 


required to 


originating at the 
junction 
plied 
and 


same rule should be ap- 
afford 


amount of 


Coast Line can well 


should be handle the great 
Myers by its 


than it 


business delivered to it at 
connection for 


Fort steamboat 


something less charges for its 


strictly local business. Unless such a principle is applied 


in this and similar cases, branch main- 


lines cannot be 
tained 
Taking 
ord, it is our opinion that the defendant railroad company 
should 
Fort 


over 


without the imposition of extravagant charges. 


the whole case, so far as presented by this rec- 


accept 1 
Myers, 


from 
the wharf 
receives upon 
The local rate result 
cents; its division of 
this through rate should therefore be 22 cents, and that, 


cent per box less for its service 
including the 


which the 


maintenance of 
traffic is handled, than it 
business originating at that point. 
ing from the mileage scale is 23 
adding 9 cents for the service of the steamboat company, 


produces a rate from the river landings in question of 


31 cents, carload, and 34 cents, less than carload 
hearing that rates 
from Charlotte Bay, which is the lower part of the Caloosa- 
hatchee River and from which the distance is therefore 
less than from the upper landings in question, are but 30 
cents per box, while the steamboat lines serving these 
landings are allowed a division of 10 cents. Upon this 
business, therefore, the Atlantic Coast Line is to-day re- 
ceiving but 20 cents for its service from Fort Myers, in- 
cluding wharfage facilities. 
Upon full consideration, 
the present rates are unreasonable and 
for the future should not exceed 31 
cents, less than 
This proceeding 
against the Atlantic 
Sanford & 


It appeared in the course of the 


we are of the opinion that 
that these rates 
cents, carload, and 34 
cvarload. 
originally included a 
Line Railroad Co. 
Everglades Railroad Co. with 


complaint 
and the 
respect to cer- 


Coast 
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tain joint rates made by those two carriers; but upon 

the hearing the complainants requested that this branch 

of the complaint be dismissed, which will be done. 
Orders will be with the fore 


entered in accordance 


going opinion. 


ORDERS. 


issue upon complaint and answer 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the 
involved had, 
on the made 
and 


This case being at 


matters and things 
and the Commission having, 
and filed a report containing 
thereon, said 
report is hereby referred to and made a part hereof: 

It is ordered, That said defendants be, and they are 
notified 


having been 
date hereof, 
its findings of fact 


conclusions which 


required to cease and desist, on or 
before Dec. 31, 1913, and for a period of not less than two 
thereafter abstain, 


hereby, and 


years from charging, demanding, col- 


lecting or receiving their present published rates of 33 


cents per 100 pounds, carload, and 35 cents per 100 


pounds, less than carload, for the transportation of citrus 
fruits from Caloosahatchee River in 


landings on upper 


Florida to Jacksonville, Fla., which 


unrea- 


when for beyond, 


said rates have been found in said report to be 


sonable. 

It is That defendants be, and 
they are hereby, notified and required to establish, on or 
before Dec. 31, 1913, upon notice to the Interstate Com- 
Commission and the public by not 
than five filing posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not 
Dec. 31, 


further ordered, said 


merce general less 


days’ and 
than two 
1913, to maintain and apply 
fruits from upper 
Florida to Jacksonville, Fla., 
which shall not 


less years after the said 
to the transportation 
Caloosahatchee 


of citrus landings on 


River in when for beyond, 
per 100 pounds, 
carload, and 34 cents per 100 pounds, less than carload, 


which found in 


rates exceed 31 cents 


rates are said report to be reasonable. 


RATES NOT DISCRIMINATORY 


CASE NO. 5418 (28 1. C..C. 

MERIDIAN BOARD OF TRADE & 
VS. ALABAMA GREAT 
CO. ET AL. 


Submitted June 21, 1913 


Rep., P. 360) 
COTTON EXCHANGE 
SOUTHERN RAILROAD 


Decided Oct. 14, 1913. 

The present adjustment of rates from Mobile and Tuscaloosa, 
Ala., to stations on the Tombigbee Valley and Alabama, 
Tennessee & Northern railroads not found to be dis- 
criminatory as against the rates from Meridian, Miss 
Complaint dismissed 


M. C. Moore for complainant. 
R. Walton 
Rixey for defendants. 


Moore, George Butler and Charles F 


Report of the Commission. 
PROUTY, Commissioner: 


This complaint 
bama Great Southern, 


alleges that the defendants, Ala 
Alabama, Tennessee & Northern 
and Tombigbee Valley railroads, have joined in publish 
ing class and commodity rates from Meridian, Miss., to 
points on the Alabama, & Northern and the 
Tombigbee Valley roads in Alabama which are unreason 
able and which discriminate in favor of Birmingham, 
Tuscaloosa and Mobile, Ala. While, however, the com- 
plaint alleges that these rates are unreasonable, the rep 
resentative of the complainant stated upon the hearing 
that the real question was one of discrimination. No 


Tennessee 
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evidence was introduced bearing upon the inherent rea- 
sonableness of the rates, and that allegation in the com- 
plaint is not therefore considered. 
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The precise question presented 
will be best understood from an 
examination of the accompanying 
map. From this it will be seen 
that the Alabama, Tennessee & 
Northern Railroad extends south 
from Reform to York; the Tom- 
bigbee Valley runs south from 
York to Calvert, where it connects 
with the Southern Railway for 
Mobile: the Alabama Great South- 
ern runs from Meridian through 
York to Tuscaloosa and thence to 
Birmingham, 

The Alabama Great Southern 
makes joint rates with the Tom- 
bigbee Valley and the Alabama, 
Tennessee & Northern from both 
Meridian and Tuscaloosa to poiats 
upon their lines. While the com- 
plaint alleges discrimination in 
favor of Birmingham as well as Tuscaloosa, it appears 
that rates from Birmingham exceed those from Tut.ca- 
loosa by fixed arbitraries, so that it is sufficient to con- 
sider the situation as to Tuscaloosa alone. 

The complaint, with respect to stations upon the 
Tombigbee Valley south of York, is entirely distinct 
and upon a different ground from that as to stations 
upon the Alabama, Tennessee & Northern north of York 
and may be first considered. This complaint is that 
rates from Meridian to various points between York and 
Calvert discriminate against Meridian, as compared with 
rates made in connection with the Southern from Mobile 
to points upon the Tombigbee Valley Railroad. The 
alleged discrimination is shown by comparing rates for 
Similar distances, from which it fairly appears that, mile 
for mile, these rates are somewhat lower from Mobile 
than from Meridian. 

In justification of this, however,’ the defendants 
stated that rates from Mobile were influenced by water 
transportation upon the Tombigbee River, which is not 
far distant from the line of the Tombigbee Valley Rail- 
road. This statement was not denied by the representa- 
tive of the complainant, who virtually conceded upon the 
hearing that if certain minor changes were made in 
these rates the resulting situation would be fairly satis- 
factory to the complainant. No further consideration 
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need, therefore, be given to this branch of the complaint, 
which is not sustained. 

The question most insisted upon by the complainant 
concerns rates between York and Reform. The com- 
plainant makes no question but that the rates of the 
Alabama Great Southern from Meridian to York are 
fairly related to the rates of that line from Tuscaloosa 
to York, nor does it complain of any rates between 
York and Dancy, but it is earnestly insisted thas be- 
tween Dancy and Reform there is most grievous discrimi- 
nation against Meridian. 

The position of the complainant will be best shown 
by a statement of the rates themselves to a few of the 
points in controversy. Cobbs is the first station upon 
the Alabama, Tennessee & Northern directly north of 
York, and the first-class rate is 51 cents from Meridian 
as compared with 73 cents from Tuscaloosa, a difference 
of 22 cents in favor of Meridian. Dancy is 39 miles north 
of York, and here we find a first-class rate of 71 cents 
from Meridian and 74 cents from Tuscaloosa, a differ- 
ence -of 3 cents in favor of Meridian. Cochrane is 5 
miles farther north, and here the rate from Meridian 
is 76 cents, while that from Tuscaloosa is 68 cents, the 
difference being 8 cents in favor of Tuscaloosa. At 
Stansell, which is only a few miles south of Reform, 
the rate from Meridian is 86 cents, while that from 
Tuscaloosa is 47 cents, a difference of 39 cents in favor 
of Tuscaloosa. The business is, in fact, handled in all 
cases through York, and the complainant earnestly in- 
sists that the rate from Tuscaloosa should in no case 
be less than that from Meridian. 


The reason for this rate structure, as stated by the 
defendants, is this: The Mobile & Ohio Railroad con- 
nects Tuscaloosa and Reform, the distance being 31 
miles. Before the Alabama Great Southern was con- 
structed business from Tuscaloosa to points upon the 
Alabama, Tennessee & Northern passed through Reform 
and thence south. Under the rates of the Alabama com- 
mission business may still move from Tuscaloosa to 
these points by that route, and if the business is handled 
by the Alabama Great Southern through York the rate 
maintained cannot be higher than that which would be 
available under the state tariffs through Reform. 

It is perfectly evident that, considering the much 
Shorter distance from Tuscaloosa to Stansell than from 
Meridian to Stansell, the rate from Tuscaloosa ought to 
be lower than that from Meridian; hence Tuscaloosa 
derives no undue advantage by the low rate which the 
Alabama Great Southern makes through York, nor is 
Meridian placed at any undue disadvantage. Manifestly 
the Alabama Great Southern cannot handle this traffic 
through York unless it makes substantially the rates 
which shippers could obtain through Reform. Since the 
rate to Stansell is not a voluntary one, but is forced by 
the location of the points between which the traffic 
moves, it is not an act of undue discrimination upon the 
part of the defendants to maintain the lower rate from 
Tuscaloosa than from Meridian. Whether the cost of 
handling the business is more than the amount received, 
and whether this business is not, therefore, a burden 
upon that from Meridian, are matters not discussed upon 
the hearing and not considered here. 

We are constrained, therefore, to hold against the 
contention of the complainant that rates from Dancy 
north from Meridian over the lines of the defendants 
should not exceed those from Tuscaloosa. The defend- 
ants announced that they would voluntarily make cer- 
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tain reductions from Meridian, and it is our impression 
that these rates ought to be revised and made some- 
what lower, but there can be no serious complaint 
against the reasonableness of the rates themselves; that 
point was not pressed upon the hearing, and the com- 
plaint must therefore be dismissed. 


NO TITLE ON UNUSED TRANSIT 
CASE NO. 5842 (28 I. C. C. Rep., P. 364) 
CLINTON SUGAR REFINING CO. VS. CHICAGO & 

NORTHWESTERN RAILWAY CO. 


Submitted Sept. 29, 1913. Decided Oct. 14, -1913. 
Under the tariffs of the defendant in force between May 3, 


1910, and August 15, 1912, taken in connection with the 
requirements announced by this Commission touching the 
shipment of the products of grain milled in transit, the 
complainant is not entitled to a recovery on account of 
unused transit. 

J. A. O'Halloran for complainant. 

C. C. Wright and Robert H. Widdicombe for de- 
fendant. 

Report of the Commission. 
PROUTY, Commissioner: 

The complainant operates at Clinton, Ia., an exten- 
sive plant for the manufacture of glucose and similar 
articles, at which large quantities of corn are consumed. 
The rate from the point where this corn is purchased by 
the complainant to Clinton, plus the rate on the product 
from Clinton, is generally more than the through rate 
via Clinton, and for the purpose of obtaining the benefit 
of this low through rate the complainant has in the 
past transacted and does still transact its business upon 
a milling-in-transit basis. 

Until Aug. 15, 1912, the tariffs of the Chicago & 
Northwestern Railway Co. required the complainant to 
bill this traffic from the point of origin to some point 
of destination, denominated a transit billing point, and 
to pay, when the corn moved into Clinton, the full rate 
from the station of origin to the billed destination. If, 
for example, the destination point named was St. Louis, 
then the entire rate from the point of origin through 
Clinton to St. Louis must be paid. When the product 
of the grain went on to St. Louis no further payment 
was required, the shipment being billed out on account 
of transit. 

Corn when manufactured into glucose produces about 
75 per cent glucose and 25 per cent of various vpy: 
products. There is a certain slight invisible loss, but 
the product is for the most part shipped in various kinds 
of containers and packages, and, if the weight of the 
package be added, the total weight of the product out 
exceeds by 5 or 6 per cent the weight of the grain in. 


Former Praétice. 


Until May 3, 1910, it was the almost universal prac- 
tice of carriers to check the shipment out against the 
shipment in without inquiring as to the character of the 
product shipped out. That is, if the complainant shipped 
in three carloads of corn billed to East St. Louis and 
one carload billed to Peoria, it might send out three 
earloads of glucose to St. Louis and one carload of by- 
product to Peoria; or it might send a carload of glucose 
to Peoria and the entire by-product to St. Louis. This 
Commission held In the Matter of the Substitution of 
Tonnage at Transit Points, 18 I. C. C., 280 [Traffic World, 
May 14, 1910, p. 590], that this was improper, that ref- 
erence must in all cases be had to the character of the 
product shipped out, and that only those products could 
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be checked against a particular shipment of grain which 
could have been manufactured from that grain; that is 
if three carloads of corn were billed to St. Louis, it 
would not be proper to ship out three carloads of glucose, 
but only so much glucose and so much of each by-product 
could be sent forward on this transit as could be actually 
manufactured from the three carloads of corn. Since 
the market for the by-product was not usually the same 
as the market for the glucose, this interfered seriously 
with the exercise of the transit privilege by the com 
plainant. 

A recovery is sought in this case with respect to 
grain billed to three different transit points. By Exhibit 
A the complainant seeks to recover the sum of $383.01 
on account of 43 carloads of corn billed from various 
points in Iowa to East St. Louis for milling at Clinton, Ia. 
These carloads all moved from point of origin in Iowa 
into Clinton between Oct. 8, 1910, and Nov. 1, 1910. 
They were all the shipments made during that period to 
East St. Louis as a transit destination, and the traffic 
manager of the complainant stated that according to his 
best recollection they were the only shipments ever made 
to that transit destination. 

There was a market at East St. Louis for the glu 
cose, but no market for the by-product, and the com- 
plainant shipped against this transit, under the ruling 
of the Commission as interpreted both by the complain 
ant and by the defendant at that time, 75 per cent of 
the weight of these cars in glucose. 

Nothing has ever been shipped against the remaining 
25 per cent. 

Complainants’ Position. 


The position of the complainant is that he has paid 
the rate to East St. Louis upon 25 per cent of these 
shipments, although in fact to that extent the service 
has not been rendered. He seeks to recover exactly as 
though the shipments had been originally billed to St 
Louis with the intent of making that the final destina- 
tion, but afterwards this pucpose had been changed and 
the destination made Clinton, Ia., an intermediate point, 
as to 25 per cent. 


The defendant suggested that subsequently and at 
the present time the complainant was permitted to ship 
out the product, ton against ton, without inquiring as to 
what the character of that product was, and that it 
should have tendered to the defendant glucose for ship- 
ment against this transit, but during this period the com- 
plainant and the defendant both interpreted the opinion 
of the Commission as above stated and such was the 
fair interpretation of that opinion. The Commission has 
since somewhat changed its own conclusion upon that 
subject, but before this change was known to the com- 
plainant the period within which this tonnage was 
available for transit had expired. 

By its Exhibit B the complainant undertakes to recover 
on account of 32 carloads of corn billed from various 
points in Iowa, through Clinton, to Peoria, Ill. This 
corn was all handled into Clinton and milled by the 
complainant at that point. The rate paid was in all 
cases that from the point of origin to Peoria. These 
shipments were made in May, June and July, 1912. 
Nothing, either glucose or by-product, has ever been 
shipped out on their account. 

By tariff effective Aug. 15, 1912, the defandant 
changed its method of handling these shipments milled 
in transit. Under the new plan, which is the one gen- 
erally in force, when the corn moves into Clinton sim- 
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ply the local rate is paid. If it subsequently moves out 
o some destination to wbich a through rate was in 
force from the point of origin via Clinton, then the 
rate out is so adjusted that the total rate paid will 
equal the through rate. 

In checking up the »utbound product against the 
inbound movement of grain it had been the custom of 
the parties to cancel the oldest billing first. The com- 
plainant stated that when the new regulation was put 
in force, instead of attempting to continue “out” ship- 
ments under the system which had been formerly in 
force, it began, as of August 15, to use for the out 
movement shipments upon which the local in rate had 
been paid, with the result that these 32 carloads had 
never been used for transit purposes. It follows there- 
fore that the complainant has paid the rate from the 
point of origin to Peoria, although the defendant has 
only transported the traffic from the point of origin to 
Clinton. A recovery is sought in the sum of $590.23, the 
difference between the amount actually paid by the com- 
plainant and the amount which would have been paid 
had these cars been billed to Clinton instead of Peoria 
and the rate paid accordingly. 

By its Exhibit C the complainant undertakes to 
recover on account of a single carload of corn from 
Franklin Grove, Ill., to Sioux City, Ia. This carload con- 
tained 61,960 pounds. There was subsequently shipped 
out to Sioux City, of glucose, 44,497 pounds, leaving 
17,463 pounds of transit which has never been availed 
of by the complainant. The complainant paid the rate 
from Franklin Grove to Sioux City upon the entire car- 
load. The shipment moved October 13, 1910. 


Defendants’ Case. 


The defendant insists that the question presented is 
purely one of tariff construction. Has the complainant, 
upon the tariffs on file, been properly charged, or is 
there an overcharge which it is entitled to recover? 

If this be the question, the position of the defendant 
is manifestly correct. The tariff provided that the rate 
should be paid to the destination point, and this was 
done. Assuming that the case falls within Conference 
Ruling 350, where we said that a shipment stopping 
short of the original destination point might be treated 
as though originally billed to the point where it stopped 
and refund made accordingly, still this tariff contains 
no such provision for such refund. We must hold, 
therefore, that upon the face of the tariff the defendant 
should have collected the rate it did and is not legally 
obliged to make refund of any portion of that rate. 

But is the question one of mere tariff construction? 
Paragraphs 4, 5 and 6 of the complaint state that the 
charges collected and retained by the defendant are in 
excess of those published in its tariff. These para- 
graphs state merely a claim of overcharge. But para- 
graph 8 goes further. It hows: 


That all the shipments received by petitioner and passing 
over the line of the respondent, as shown in exhibits A, B and 
C, were subject to unjust, unreasonable and excessive rates, 
and that the charges collected, received and retained by said 
respondent were based on through rates to transit destinations, 
and whereas the shipments as shown in said exhibits were 
overcharged to the extent of the difference between the charges 
to Clinton and the charges to transit destination petitioner 
has been overcharged on said shipments in the amount of 
$993.33, for which reparation is claimed. 


This Commission never looks to the niceties of 
pleading. It inquires whether the complaint states 
the thing complained of with sufficient clearness so that 
the defendant can prepare intelligently its defense. This 
complaint states that the charges imposed by the de- 
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fendant were unjust and unreasonable, for the reason 
that a charge was exacted to the destination point 
while the traffic only moved to the intermediate or 
milling point. There can be no room for question as to 
the precise thing of which the complainant is complain- 
ing. The mere fact that the word “overcharge” is used 
instead of “unreasonable exaction’” ought not to be per- 
mitted to interfere with a trial of the substantial issue 
presented. We proceed, therefore, to a consideration of 
that question, which is, Did the defendant, with respect 
to these shipments, exact from the complainant unrea- 
sonable rates of transportation? 


Ordinary Milling Practice. 


Ordinarily where milling in transit is permitted the 
full local rate is collected when the shipment moves 
into the milling point. If the product never moves out, 
or moves out in some direction to which no through rate 
exists, no further adjustment is required; but when the 
product moves to a destination point to which there 
existed a through rate from the point of origin via the 
milling point the subsequent freight charge from the 
milling point is so adjusted as to make the entire charge 
that from the point of origin to final destination, plus 
any milling-inetransit penalty which may be imposed. 
This is the system now in vogue at Clinton upon the 
lines of the defendant. 


As already noted, however, at the time when these 
shipments moved a different system was in force. It 
has been thought by some carriers that in order to 
give to a shipment the quality of a through transaction 
the billing from the point of origin must be to some 
destination beyond the milling point; otherwise it would 
be a purely local shipment into the milling point which 
could never be converted legally into anything else. In 
this view, or perhaps for some other reason, the North- 
western at the time of these shipments required that 
the traffic be billed, in order to enjoy the milling-in- 
transit rate, to some destination point beyond Clinton. 
As such destinations, some point like St. Louis or 
Peoria or Chicago would be selected from which a re- 
shipping rate was in force, so that the total rate arrived 
at by this method would be the total through rate from 
the originating station to the point of consumption. This 
method imposed no hardship upon the complainant so 
long as it was allowed to ship, ton against ton, without 
inquiring as to the character of the product, since its 
product, as shipped, including the weight of the pack- 
age, somewhat exceeded the weight of the grain in. 
When, however, it was required to distinguish between 
the products and to ship on a particular transit the 
appropriate amount of each kind of product, difficulty 
was encountered, for the reason that the market for one 
product lay in one direction while that for the balance 
of the product lay in some other. 


Difference in Weight of Material and Product. 


The record indicates that the only shipments ever 
made to St. Louis as a transit destination were the 43 
embraced in Exhibit A. It is ‘evident that if these 
carloads are to be checked, carload against carload, the 
claim of the defendant must be sustained. It has been 
seen that the St. Louis market took only the glucose, 
and that this was but 75 per cent of the total weight 
of the grain. If, therefore, a carload of corn weighing 
60,000 pounds was shipped into Clinton, a carload of 
glucose weighing 45,000 pounds might be shipped out 
against this under the transit rate which had been paid, 
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but the balance, 15,000 pounds, could not be shipped as 
a carload, and in point of fact was not shipped in that 
direction. The complainant claims that, having paid a 
through rate on 60,000 pounds and having enjoyed a 
through shipment of but 45,000 pounds, it is entitled 
to a refund which will amount to applying the local 
charge on the 15,000 pounds which has not gone on to 
St. Louis, but this would give the complainant the bene- 
fit of the carload rate inte Clinton upon a less-than- 
carload shipment, to wit, 15,000 pounds. It is apparent, 
therefore, that if the rule as then stated by the Com- 
mission and as accepted and applied by the parties is 
to be enforced, and if these shipments are to be checked, 
car against car, the complainant is entitled to no refund 
on account of those shipments with respect to which 
75 per cent of the product has been sent on, which, as 
we understand the testimony, is true of all these ecar- 
loads. 

It seems, however, from the testimony that the prac 
tice of parties in keeping these transit accounts was 
not to check car against car, but ton against ton. In 
other words, the complainant in shipping out its manu- 
factured product was not compelled to confine itself to 
carloads of the same size or of the same number which 
moved in, but might ship out a number of tons in the 
aggregate which corresponded to the “in” shipments. 
May it not therefore properly claim that of the tons 
actually shipped in only three-fourths have been shipped 
out, and that therefore it is entitled to recover with 
respect to the other one-fourth? Suppose the exact 
tariff rule in force to-day had been in force then. The 
complainant would have shipped in at the local rate all 
these 43 carloads, and it could have shipped out to St. 
Louis, at the balance of the through rate, 75 per cent 
of that tonnage. The complainant urges that the present 
rule is just and reasonable, that the former rule was 
unjust, and that if the present rule had been in effect 
it would have paid charges exactly the same as will 
result if this refund is allowed. 

If this were true it could be urged with very great 
force that the original tariff rule should be condemned; 
and the present rule, which embodies the practice gen- 
erally in vogue, held reasonable. But is it true that had 
the present transit system of the defendent then been in 
force the complainant could, under the rule of the Com- 
mission as to the shipment of the by-product, have accom- 
plished the result which it seeks to produce by this 
refund? 

The through rate from the point of origin to St. 
Louis is not in all cases determined by adding to the 
local rate up to Clinton the same arbitrary. Thus from 
Jordan to St. Louis the rate is 13.5 cents; to Clinton 
9 cents, a difference of 4.5; from Sheldahl to St. Louis 
13 cents, to Clinton 9 cents, difference 4 cents; from 
Calamus to St. Louis 11 cents, to Clinton 4.8 cents, 
difference 6.2 cents. It will be seen, therefore, that the 
value of the unused transit to the complainant differs 
according to the point of origin. If four cars originating 
at the four points above named had been shipped into 
Clinton and three cars shipped out under the transit rate 
paid to St. Louis, the amount of the refund to which 
the complainant would be entitled would differ according 
as the fourth car was held to originate at either one 
of the four points named. 


Commission’s Rule Interpreted. 


This simply means that the rule as laid down by 
the Commission, that where the balance of the through 
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rate to different destinations is different regard must b: 
had to the proportions in which different kinds of produc 
are produced, cannot be applied in this case except b; 
checking car against car, or at least station against sta 
tion. The complainant realizes the truth of this assertio: 
and attempts to meet it by taking 25 per cent of eac! 
individual car and asking a refund with respect to that 
amount upon the basis of the rate from the particular 
station at which the carload originated. But this is 
merely a checking car against car, which, as we hav: 
seen, cannot properly be done, since it gives to the less 
than-carload shipment of the corn in, and in some cas¢ 
of the product out, the carload rate. 

It may be said that the application of this rule en 
tirely destroys the practical benefit of the transit in th« 
business of the complainant. This is to a considerabl 
extent true, and it was for that reason that the Com 
mission somewhat receded from the strict application of 
this rule, allowing carriers to file such transit regulations 
as might seem proper to them in the first instanc« 
Under that permission the defendant now suffers th 
product to be shipped out against the grain, ton for ton, 
without inquiring as to the kind or destination of the 


product. No opinion is here expressed as to whether 


this is or is not proper, but when these shipments 
moved the rule of the Commission under which the 
parties were acting and under which the competitors of 
this complainant were presumably acting was otherwise, 
and if that rule be applied to the facts in this case the 
complainant is entitled to no refund on account of the 
shipments referred to in Exhibits A and C. 

The same conclusion must be reached with respect 
to shipments embraced in Exhibit B. Here Peoria was 
the destination point. The practice of the parties.seems 
to have been, in checking out shipments against transit 
billing, to cancel first the earlier billing without any 
reference to the point of origin. When the new rule of 
the defendant went into effect on Aug. 15, 1912, requiring 
payment of the local rate in and a subsequent readjust- 
ment to the balance of a through rate when the product 
moved out, these cars had not been canceled. For some 
reason, not very clearly apparent, the complainant, in- 
stead of continuing to ship under the transit arrangement 
formerly in effect until the old shipments had been ex- 
hausted, began as of August 15 to obtain the outward 
movement by an application of the inward billing at the 
local rate, thus leaving these carloads upon which the 
Peoria rate had been paid unaccounted for. 


No Fixed Arbitrary. 

The rate to Peoria from the various points of origin 
named in this exhibit does not differ from that to Clin- 
ton by any fixed arbitrary. Thus from Calamus to Peoria 
the rate is 9.5 cents; to Clinton 4.8; from Blairstown to 
Peoria 9.5, to Clinton 7; from Stanwood to Peoria 9.5, 
to Clinton 5.4. Here, therefore, as in case of shipments 
to St. Louis, the value of the balance of the unused 
transit from Clinton to Peoria differs according to the 
point of origin. If, therefore, the complainant is allowed 
to obtain a refund on the car originating at one point, 
while using to move out the product of this car the car 
which originated at some other point and moved into 
Clinton after Aug. 15, 1912, it is evident that discrimina- 
tion must result. Here, as in case of Exhibits A and C, 
when the balance of the through rate beyond Clinton 
varies with the point of origin, the rile of the Commis- 
sion which the parties were then applying cannot be 
enforced unless station be checked against station or 
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ar against car. The parties had apparently adopted a 
different rule in the checking of the outbound movement 
the product, and if the complainant had insisted upon 
ising up the balance of this transit within the time 
imit previously prescribed by the rule of the defendant 
we should perhaps feel justified in requiring a continu- 
ince upon the part of the defendant of that same system 
vith respect to the balance of this unused transit. But 
the complainant made no attempt to avail itself of this 
transit, and it does not appear that it was prevented by 
iny act of the defendant from so doing. Under these 
circumstances we cannot properly permit the complainant 
to obtain by means of this refund an advantage to which 
it is not entitled under the regulations then in effect. 
We desire to repeat that the Commission subse- 
quently modified its holding in this respect so that, had 
this situation arisen under the transit rules and prac- 
tices in force either before these shipments were made 
or at the present time, the contention of the complainant 
with respect to the shipments embraced in Exhibits A 
and C should be sustained, but under the holding of the 
Commission in force at that time the refund cannot be 
allowed. We must assume that the rule as then de- 
clared by us was observed in other localities and with 
respect to other shippers, and no exception should be 
made in favor of this complainant. 
The complaint will be dismissed. 


STORAGE IN C. F. A. TERRITORY 


i. & S. NO. 217 (28 i...c. C Res. p. 372) 


Submitted Oct. 25, 1913 Decided Noy. 3, 1913 

‘roposed uniform storage rules and rates, filed by carriers in 

Central Freight Association territory, found unreasonable 

in certain particulars, and in view of substantial increases 

permitted in storage charges on explosives and other dan- 

gerous articles, carriers required to notify consignors, in 
request is properly made, of failure or refusal of 
consignees to remove shipments of such articles within 
the time prescribed. 


case 


Chamberlin and W. E. MacEwen for National 
Petroleum Mar- 


C.D. 
Petroleum Association and 
keters’ Association of the United States. 


Independent 


W. J. Evans for National Implement & Vehicle As- 
sociation 

J. L. Klamm for National Varnish Manufacturers’ 
Association. 

Frank L. Campbell for John Lucas & Co., incor- 
porated. 

H. B. Sale for Hoffman Brothers Co. and Indiana 


Hardwood Lumber Association. 

C. H. Barnaby for National Hardwood Lumber Asso- 
ciation. 

Henry A. Howard and Arthur H. Weed for Manufac- 
turing Chemists’ Association of the United States. 

Edwin F. Sellers for Paint Manufacturers’ Associa- 
tion of the United States. 

W. E. MacEwen for National Refining Co. 

James Stillwell for Pennsylvania lines. 

N. §S. Brown for Wabash Railroad and 
thereof, 

D. P. Connell for New York Central lines. 

Archibald Fries for Baltimore & Ohio Railroad, Balti- 
more & Ohio Southwestern Railroad and Cincinnati, 
Hamilton & Dayton Railway. 


receivers 


Report of the Commission. 

CLEMENTS, Commissioner: 
In this proceeding the operation of a number of 
tariffs filed to become effective Feb. 1, 1913, has been 
suspended until Nov. 29, 1913, pending investigation. 
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By these tariffs the carriers in Central Freight Asso- 
ciation territory propose to establish uniform charges 
for and rules governing the storage of freight. 

The rules governing storage charges on explosives 
and other dangerous articles embrace most of the fea- 
tures of the code adopted and recommended by the 
American Railway Association for general use, subject 
to such changes as may be necessary to meet local con- 
ditions; they limit the free time to 24 hours after the 
first 7 a. m. following notice of arrival of shipments and 
provide for the doubling of the rates of storage on 
shipments not removed within 48 hours. This scale has 
been quite generally adopted in the South and West. 

By these rules dangerous articles are divided into 
First, the more dangerous explosives, viz., 
black powder, high explosives, smokeless powder for 
small arms, wet fulminate of mercury, blasting caps, 
electric blatsing caps, ammunition for cannon with ex- 
plosive projectiles, explosive projectiles and detonating 
fuses, and, second, the relative safe explosives and the 
dangerous articles other than explosives requiring red, 
yellow, white or green labels under the regulations pre- 
scribed by the Commission. The rates of storage pro- 
posed for the first 24 hours after the expiration of free 
time are 25 cents per 100 pounds, minimum 50 cents, on 
the class first described, and 10 cents, 
cents, on the second. The storage charges on 
shipments of these respective classes placed on delivery 
tracks are $5 and $2 per day in addition to the regular 
demurrage charges. 

Rules on Explosives. 


two classes: 


9°. 


minimum 25 
carload 


The rules requiring the removal of explosives and 
other dangerous articles from carrier’s property within 
48 hours after notice of arrival at destination (general 
rules D and O of Regulations for the Transportation of 
Explosives and other Dangerous Articles by Freight and 
by Express) and governing the disposition of explosives 
not so removed, by return to the shipper, by storage at 
the expense of the owner, by sale, or, when necessary to 
safety, by destruction under the supervision of a com- 
petent person (paragraph 1672), are quoted in the sus- 
pended tariffs; and it is provided that when shipments 
of the more dangerous explosives are not removed within 
the time prescribed the most practicable of the steps 
authorized by paragraph 1672 must be taken. 

No protest was received as to the proposed charges 
on, either class of explosives, the protestants being inter- 
ested in dangerous articles other than explosives, such 
as paints, varnishes, petroleum products and chemicals, 
which are in general use and frequently shipped. It 
was asked that an exception be made on such of these 
articles as under the regulations prescribed by the Com- 
mission take red labels, it being claimed that but little 
danger attends their handling, and that, especially in the 
case of petroleum products, which are sold to farmers 
and small dealers located some distance from freight 
stations, it would be impossible in many cases for con- 
signees to remove them within the free time proposed. 
It was further claimed that the proposed rules would 
result in driving business from the smaller companies 
to the larger ones operating tank wagons. 

Under the regulations a red label is 
“any liquid or liquid mixture that gives off inflammable 
vapors (as determined by flash point from Tagliabue’s 
open-cup tester, as used for test of burning oils) at or 
below a temperature of 80 degrees Fahrenheit.” The 80- 
degree flash point is the dividing line between oil and 
naphthas and other petroleum products used for internal 


required for 
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combustion. High-grade paints and varnishes, in which 
linseed oil is used for a drier, are not included in this 
group, but the cheaper grades, in which naphthas take 
the place of linseed oil, are included. 

The respondents state that the proposed charges 
were published solely with a view to safety and were 
not based upon any computation of value of service plus 
cost of insurance, but were fixed, experimentally, suffi- 
ciently high to make effective the regulations requiring 
prompt removal of dangerous articles from carriers’ 
premises, which they allege have not been effective 
owing to the absence of any penalty. While it is ad- 
mitted by respondents that the articles taking the lower 
of the two storage rates are not equally dangerous to 
handle, it is contended that it would be impossible to 
establish storage charges based on the exact danger of 
each article without having a large number of grades 
and rates; that there is not much difference in fire risk 
between certain of the less dangerous explosives and 
certain of the dangerous articles other than explosives; 
and that petroleum products are being treated generously, 
as they are more dangerous than some of the other 
articles in the same group. 


What Protestants Ask. 


The protestants ask that there be incorporated into 
the storage tariffs provision for notification to the shipper 
and further notification to the consignee at the expira- 
tion of free time; also provision for return of the goods 
after expiration of the free time if requested by the 
shipper in the bill of lading or otherwise. 

Upon consideration of the-facts of record, we are of 
opinion. and so find, that the proposed rules governing 
the more dangerous explosives are unreasonable in that 
they provide for the doubling of the storage charges after 
24 hours following the expiration of the free time pro 
posed; that those governing the less dangerous explosives 
and dangerous articles other than explosives are unrea- 
sonable in that they reduce the free time from 48 to 24 
hours and provide for the doubling of the charges after 
24 hours following the expiration of the free time. 


Carriers Should Co-operate. 


It also seems to the Commission but reasonable that, 
in view of the amount and penal nature of the proposed 
charges, carriers should co-operate with shippers in avoid- 
ing the hardships that might result from the operation 
of the rules, to the extent of notifying shippers, upon 
request properly made at the time of tendering shipment, 
of the failure or refusal of consignees to accept or re- 
move shipments, and we are of opinion that the proposed 
rules governing explosives and other dangerous articles, 
even as modified above, would be unreasonable unless 
provision for such notification should be contained in the 
tariffs. Request for such notification, in order to avoid 
confusion or misunderstanding, should be plainly written 
on a rectangular piece of paper of different color from 
the label required under the Commission’s regulations 
and placed on the package in close proximity to such 
label. Notice should be mailed unless shipper requests 
that it be sent by telegraph at his expense. 

We are dealing here only with hazardous freight, on 
which increased storage charges in the nature of a 
penalty for failure to make prompt removal are permitted 
to become effective, and it is not to be inferred that the 
Commission expresses any opinion at this time upon the 
question of a similar rule applicable to other classes of 
freight. 
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The proposed charges for the storage of freight other 
than explosives and other dangerous articles, which are 
also involved in this proceeding, are one-half cent per 
100 pounds per day, minimum on 500 pounds or unde: 
15 cents, over 500 pounds to and including 1,000 pounds 
20 cents, and over 1,000 pounds 25 cents, and are applic- 
able on freight received for delivery or held for forward 
ing directions, if stored in or on railroad premises or, in 
the case of inbound freight, when not removed within 
the free time prescribed. 

Heretofore there has been no uniformity of storage 
rules and rates in this territory, and uniformity, rather 
than increase of revenue, is stated as the reason for the 
proposed charges, which in some cases are increases and 
in others reductions. The only protests received as to 
any particular commodity were as to logs stored on the 
carriers’ right of way, it being testified that these logs 
are purchased largely from farmers and hauled when 
teams can be spared from the regular farm work, and 
that it is often impossible to load a car within the free- 
time limit. The carriers submitted the following modifi- 
cation, whereupon these shippers withdrew their pro- 
tests: 


Except that logs, bolts, piling and other forest products 
in the rough may be stored free, but entirely at owner’s risk, 
on this company’s right of way awaiting shipment, provided 
owners have previously secured permission from the proper 
officer of this company. 

The proposed modification of the rule would appar- 
ently leave it in the discretion of some officer or agent 
whether or not logs could be stored. In order to con- 
form to the requirements of the law and tariff regulations 
prescribed by the Commission with intent to prevent 
discrimination, it is necessary to make the exception 
more definite by providing in substance that the agent 
of the carrier may designate, without distinction, space 
for the storage of these commodities, pending shipment 
thereof, to the extent that such space is available. 

It probably will be impossible for the respondents 
to revise the storage rules and rates here under investi- 
gation in accordance with the conclusions of the Com- 
mission and republish them before the expiration of the 
final suspension of the tariffs carrying the same, but 
they will be expected to cancel the tariffs under sus- 
pension before they become effective and upon at least 
one day’s notice. They may then make the necessary 
revision and republication. 


CHAMPAGNE RATE O. K. 


CASE NO. 5129 (28 I. C. C. Rep., P. 376) 

CHARLES F. SCHMIDT & PETERS, INCORPORATED, 
VS. ATCHISON, TOPEKA & SANTA FE RAILWAY 
CO. ET AL, 


Submitted May 30, 1913. Decided Oct. 7, 1913. 
Rate of $2.25 per 100 pounds, any quantity, on champagne, from 


New York to California terminals, not found unreasonable. 

Complaint dismissed. 

Francis E. Hamilton and J. C. Lincoln for com- 
plainant. 

James G. Wilson, T. J. Norton, N. H. Loomis, H. A. 
Scandrett and C. W. Durbrow for Southern Pacific Co.; 
Southern Pacific Co.-Atlantic Steamship Lines; Union 
Pacific Railroad Co., and Atchison, Topeka & Santa Fe 
Railway Co. . 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation with principal office at 

New York, N. Y., engaged in the importation and sale 
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of wines. By petition, filed Aug. 30, 1912, it alleges that 
defendants’ rate of $2.25 per 100 pounds, any quantity, 
for the transportation of champagne from New York, 
N. Y., to California terminals is unreasonable and dis- 
criminatory. Complainant seeks an order establishing a 
carload rate of $1.55, with a minimum of 30,000 pounds, 
and a less-than-carload rate of $2, from New York to 
California terminals, and asks for reparation upon past 
shipments. 

The allegation of discrimination was based upon the 
fact that formerly defendants maintained lower rates on 
champagne from California terminals to New York than 
in the reverse direction. Owing to the fact that defend- 
ants have advanced the rate from California to New 
York to equal the rate in the opposite direction, com- 
plainant abandoned its allegation of discrimination. The 
any-quantity rate of $2.25 was also assailed on the 
ground that defendants maintain lower commodity rates 
on “liquors, n. o. s.,” from New York to California ter- 
minals. 

Prior to Dec. 1, 1903, the rate on champagne from 
New York to California terminals was $1.50 in carloads 
and $2 less than carloads. On said date the carload 
rating was withdrawn, leaving in effect an any-quantity 
rate of $2. Since Jan. 1, 1909, the any-quantity rate has 
been $2.25. In the reverse direction, from October, 1903, 
to Sept. 19, 1912, there was a carload rate of $1.55. The 
less-than-carload rate varied during said period from $2 
to $3.70. On Sept. 19, 1912, an eastbound any-quantity 
rate of $2.25 was established. 

The present rate on “liquors, n. o. s.,” which applies 
to liquors not specified in the commodity tariff from 
New York to California terminals, is $1.25 in carloads 
and $1.75 in less than carloads. 


Champagne Shipped in Carloads. 


Ordinarily champagne is shipped in less than car- 
loads. There is, however, a considerable movement in 
carloads in bond. Complainant’s witness testified that 
about one-fifth of its tonnage to California points moved 
in carloads. It was stated that the American-Hawaiian 
Line maintains an any-quantity rate of $1.50 from New 
York to San Francisco and Los Angeles, Cal., and rates 
of $1 carload and $1.50 less than carload from San Fran- 
cisco to New York. Complainant asserts that the main- 
tenance of the rate of $2.25 westbound induces the move- 
ment of champagne by all-water routes from foreign 
countries to California, and that if the rate were reduced 
a considerably greater tonnage would be imported 
through New York and forwarded over the rail lines. 
The testimony is to the effect that complainant ships 
about 15,000 cases of champagne annually to Pacific coast 
points. ; 

Defendants contend that the eastbound rates to New 
York were established many years ago to encourage the 
movement of California champagne to eastern points, and 
that they were made in competition with water carriers. 
It is further stated that the maintenance of relatively 
low rates eastbound failed to stimulate the movement in 
that direction; that defendant’s records fail to disclose 
and appreciable movement of California champagne to 
eastern points, and that the traffic from California is 
practically confined to points west of the Rocky Moun- 
tains. It is further stated on behalf of defendants that 
the market value of the California champagne is about 
one-third that of the imported champagne shipped from 
New York to California, and that the former eastbound 


THE TRAFFIC WORLD 








939 


rates were canceled because there had been no move- 
ment of traffic thereunder. 

The Western Classification provides no carload rat- 
ing on champagne, and, therefore, in the absence of a 
commodity rate it would be subject to the first-class rate 
of $3.70 from New York to California. The any-quantity 
rate of $2.25 is the same as the fourth-class rate. It is 
stated by defendants that $2.25 is considered by them a 
reasonable carload rate, and that it was made applicable 
to the movement of champagne in any quantity because 
the water rates on this commodity were any-quantity 
rates. 

Value of Carload. 

The testimony indicates that a case of champagne, 
containing 12 quarts, weighs 70 pounds and is sold by 
complainant at about $36. It wili load about 375 cases 
to the car and the value of a carload would amount to 
approximately $13,875. The evidence shows that the im- 
ported champagne comes, for the most part, from a re- 
stricted territory in France, where the climatic and other 
conditions are especially favorable to the production and 
ripening of the grapes from which this wine is made; 
that it is stable in price, seldom selling for less than 
$35 per case, whereas the California champagne ordi- 
narily does not sell for more than $12 per case. 

Complainant contends that under the rate on “liquors, 
n. 0. s.,” of $1.25, carloads, and $1.75, less than carloads, 
it is possible to ship many wines which exceed cham- 
pagne in value. Defendant’s testimony, however, is to the 
effect that while in some exceptional cases the rates on 


*“liquors, n. o. s.,” may be applicable to wines of greater 


value than champagne, the average value of the wine 
shipped under those rates does not exceed $15 per case. 
They say that formerly they maintained rates dependent 
upon the value of the liquors shipped, but that such rates 
were withdrawn at the request of shippers who objected 
to showing the invoice value of their shipments upon the 
bills of lading. 

Complainant insists that it is entitled to a carload 
rating less than the present any-quantity rate, and that 
there should be a reasonable difference between the car- 
load and less-than-carload rate. In this connection they 
cite our decision in the Western Classification case, 25 
I. C. C., 442-465, in which we stated that “assuming a 
proper relation between carload and _ less-than-carload 
rates, the establishment of carload ratings whenever car- 
load quantities are offered, will, we believe, meet the 
needs of new and growing lines of industries without 
discrimination.” - 


It is apparent, however, that there is no necessity 
for the establishment of a carload rate on champagne if 
the present any-quantity rate of $2.25 is a reasonable rate 
for the transportation of that commodity in carloads. As 
has been noted, that rate is the same as the fourth-class 
rate. Many important commodities which move in large 
volume, the average cost of which is much less than 
that of imported champagne, ordinarily are carried at 
fifth-class rates. This is the rating generally applied to 
the movement of groceries, beer and iron and steel 
articles. In Auto Vehicle Co. vs. C., M. & St. P. Ry. Co., 
21 I. C. C., 286, the Commission required the application 
of fourth-class rates to the transportation of metal auto- 
mobile parts from Milwaukee, Wis., to Los Angeles, Cal. 

Upon consideration of all the facts of record, we are 
unable to find that the present rate of $2.25 is unrea- 
sonable for the transportation of carload quantities of 
champagne from New York to California terminals. It 
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follows, of course, that our conclusion must be the same 
if that rate be considered also as a _ less-than-carload 
rate. Neither does the record indicate that complainant 
is subjected to undue prejudice or disadvantage within 
the meaning of section 3 of the act. The complaint must 
be dismissed, and it will be so ordered. 


COTTON COMPLAINT DISMISSED 
CASE NO. 5253 (28 I. C. C. Rep., p. 409) 
BIRGE-FORBES CO. VS. MISSOURI, KANSAS & TEXAS 

RAILWAY CO. ET AL. 
Submitted April 1, 1913. Decided Oct. 7,- 1913. 

Rates for the transportation of certain shipments of cotton 
from points on the Midland Valley and Fort Smith & 
Western railroads, in Oklahoma, to New Orleans, La., for 
export, concentrated and compressed in transit at Musko- 


gee, Okla., not found to have been unreasonable, unjustly 
discriminatory, or unduly prejudicial. Complaint dismissed. 


J. F. Holt and Luther M. Walter for complainant. 

Joseph M. Bryson and C. S. Burg for Missouri, Kan- 
sas & Texas Railway system. 

Eugene Mock for Midland Valley Railroad Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the pur- 
chase and sale of cotton, with principal place of business 
at Sherman, Tex. By petition, filed Oct. 14, 1912, it 
alleges that the rates charged by defendants for the 
transportation of certain shipments of cotton from points 
in Oklahoma to New Orleans, La., were unreasonable, 
unjustly discriminatory and unduly prejudicial. Repara- 
tion is asked. 

Numerous shipments are described in the petition 
as having moved betwen September, 1910, and March, 
1911. The cotton originated at Kanima, Keota, Leonard, 
Taft and Warner, Okla., points on the line of the Mid- 
land Valley Railroad, and at McCurtain and Indianola, 
Okla., points on the line of the Fort Smith & Western 
Railroad, and was shipped to Muskogee, Okla., where it 
was compressed for interstate movement beyond. The 
shipments from the points on the Midland Valley moved 
direct to Muskogee, and those from points on the Fort 
Smith & Western moved via that line to Crowder, Okla., 
and thence via the Missouri, Kansas & Texas Railway 
to Muskogee. The distances from the originating points 
to Muskogee range from 11 miles to 93 miles, and 
charges at rates ranging from 35 cents to 45 cents per 
100 pounds, which included 10 cents per 100 pounds for 
compression, were collected at that point. The cotton 
was compressed to about one-half its original bulk and 
was reshipped by complainant via the Missouri, Kansas 
& Texas Railway; Missouri, Kansas & Texas Railway 
of Texas; Vicksburg, Shreveport & Pacific Railway; 
Alabama & Vicksburg Railroad, and New Orleans & 
Northeastern Railroad to New Orleans, La., for export. 
The rate from Muskogee to New Orleans was 61.5 cents 
per 100 pounds, for a distance of approximately 884 miles. 


No Joint Rate Applicable. 


There was no joint through rate applicable to the 
traffic via the route of movement from any of the orig- 
inating points. There were other routes, however, via 
which joint through rates to New Orleans were in effect. 
From McCurtain, Kanima and Keota there was a joint 
rate of 68.5 cents, and from the other points there was 
a joint. rate of 71.5 cents. These rates were in effect 
via both the initial lines and the St. Louis & San Fran- 
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cisco Railroad and its connections, and also via both 
initial lines and the Missouri, Oklahoma & Gulf Railway 
and the Missouri, Kansas & Texas Railway of Texas and 
connections. Under such joint rates concentration and 
compression were allowed at Muskogee or at some oth: 
convenient point, and when the cotton was forwarded 
from the concentrating point the joint through rate fro: 
the point of origin to New Orleans would be applied 
and the inbound rate absorbed. 

The shipments in question were made in the belie! 
that the rates via defendants’ lines were the same as via 
other lines from the same points. After the shipments 
moved complainant demanded a refund on basis of th: 
joint through rates via the competing lines, and the sum 
of $2,608.73 was refunded by defendants. It was ther: 
after discovered that no tariff authority existed for rates 
on basis of which the refund had been made, and com 
plainant returned the amount to the defendants and in 
stituted this proceeding. 

It appears that the initial lines, in connection with 
the Missouri, Kansas & Texas Railway, maintained joint 
through rates from the originating points here involved 
to Houston and Galveston, Tex., and to St. Louis, Mo 
under which the inbound rates to Muskogee on cotto: 
concentrated and compressed at that point were absorbed 
It was said, however, that this was so because the Mis 
souri, Kansas & Texas system received the full haul to 
the destination points. It was further said that the Mis 
souri, Kansas & Texas has never joined in any through 
rates from these points of origin to New Orleans, for 
the reason that to do so it would have to allow to the 
initial lines from 35 to 45 cents to Muskogee, including 
10 cents for compression, and to the line beyond Shreve 
port, La., 18 cents, which would leave its proportion of 
the through rate so small as to make the traffic unre 
munerative. 

Complainant states that it is in competition with 
other producing points in Oklahoma and Texas, from 
which cotton is shipped to New Orleans and other Gulf 
ports for export; and it avers that the rates charged by 
defendants subjected it to unjust discrimination and 
undue prejudice and disadvantage. At the time the ship- 
ments were made, however, there were other routes open 
to complainant, via which joint through rates, substan- 
tially the same as contended for, were in effect. It is 
conceded that shippers of cotton from the originating 
points here involved and from other points in the samé 
vicinity usually make their shipments over the lines that 
publish the joint through rates. No reason is shown why 
complainant did not avail itself of the same privilege, ex 
cept that it supposed the same rates were in effect via 
the Missouri, Kansas & Texas lines. Under these circum 
stances we find no just ground for the contention that 
complainant or its traffic was subjected to unjust dis- 
crimination or undue prejudice or disadvantage. Avail- 
able routes were and are still open to complainant the 
same as to other shippers from the same points of 
origin and at the same rates that are charged othe! 
shippers. Notwithstanding this, complainant, in effect, 
asks this Commission to establish a joint rate for the 
future via the route it chose for its shipments. Inas 
much, however, as available and feasible routes are al- 
ready open, via which joint rates are in effect substan- 
tially on the basis here claimed, we do not see any good 
reason why a joint rate should be established over still 
another route. It is evident from the record that com- 
plainant’s contention in this respect is made with a view 
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o strengthening its claim for reparation rather than in 
he hope of showing any real or urgent necessity for a 
joint rate via the route over which its shipments moved. 

The allegation that the rates charged were in them- 
selves unreasonable has no substantial support in the 
ecord. The fact that joint rates were in effect via 
other routes is relied on, and it is claimed that lower 
rates are maintained by defendants to points more dis- 
tant than New Orleans from the originating territory 
here in question. But even if all that is claimed in this 
respect be conceded, the evidence does not prove that 
the rates in question were or are unreasonable. 

Upon consideration of all the facts of record we do 
not find that complainant has shown either that the 
charges collected were’ unreasonable, or that complainant 
or its traffic has been subjected to unjust discrimination 
or undue prejudice or disadvantage. It follows that the 
complaint must be dismissed, and it will be so ordered. 





AUTOMOBILE RATE REASONABLE 
CASE NO. 4347 (28 I. C. C. Rep., P. 412) 
H. L. KEATS AUTO CO. VS. OREGON-WASHINGTON 

RAILROAD & NAVIGATION CO. ET AL. 
CASE NO. 4347 (SUB-NO. 1) 

MENZIES-DU BOISE AUTO CO. VS. OREGON-WASH- 
INGTON RAILROAD & NAVIGATION CO. ET AL. 
Submitted Feb. 16, 1912. Decided Oct. 7, 1913. 
Charges collected for the transportation of three less-than- 
carload shipments of automobiles from New York and 
Syracuse, N. Y., to Portland, Ore., not found to have been 

inreasonable. Complaints dismissed. 

Edward M. Cousin for complainants. 

A. C. Spencer for Oregon-Washington Railroad & 
Navigation Co., Oregon Short Line Railroad Co. and 
Union Pacific Railroad Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainants are corporations engaged in buying and 
selling automobiles at Portland, Ore. By petitions, filed 
respectively Aug. 22 and Aug. 19, 1911, they allege that 
unreasonable charges were collected by defendants for 
the transportation of certain shipments of automobiles 
from New York and Syracuse, N. Y., to Portland, Ore. 
Reparation is asked. 

In August, 1909, complainant, H. L. Keats Auto Co., 
shipped via defendants’ lines from New York to Port- 
land two automobiles as follows: One of the weight of 
3,765 pounds, delivered Aug. 26, 1909, and one of the 
weight of 3,200 pounds, delivered Sept. 17, 1909, on each 
of which transportation charges were collected at a less- 
than-carload commodity rate of $7 per 100 pounds, 
amounting in the aggregate to $487.55. In the same 
month complainant, Menzies-Du Boise Auto Co., made a 
shipment of two automobiles from Syracuse to Portland 
of the weight of 3,400 pounds, for which transportation 
charges were collected at the same less-than-carload rate, 
amounting to $238. All the automobiles were shipped 
set up and none of them was boxed or crated. 

Complainants contend that the charges were unrea- 
sonable to the extent that they exceeded charges that 
would have accrued at a rate of $4.50 per 100 pounds, 
and reparation is asked on that basis. At the time the 
Shipments moved there was in effect from and to the 
points mentioned a carload commodity rate on auto- 
mobiles of $3 per 100 pounds, with a minimum weight of 
12,000 pounds. Complainants insist that the difference 
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between the carload rate and the less-than-carload rate 
is too great, and their contention that the charges col- 
lected were unreasonable is based chiefly upon their 
claim in this respect. In view of the principle an- 
nounced in the case of Business Men’s League vs. A., 
T. & S. F. Ry. Co., 9 1. C. C., 318, the difference between 
the carload rate of $3 and the less-than-carload rate of 
$7 would seem to require explanation. 


Carriers Justify Charges. 


The carriers deny that the charges were unreason- 
able, and in justification of the $7 rate they say that 
automobiles in less than carloads, not boxed or crated, 
are rated double first class in both the Western and 
Southern classifications and two and one-half times first 
class in the Official Classification. The first-class rate 
in effect from New York and Syracuse to Portland at 
the time the shipments moved was $3 per 100 pounds, 
but this rate has been since increased to $3.70. 


The carriers say that the first-class rate from New 
York and Syracuse to Portland is a water-competitive 
rate, and less than it would be but for such competition; 
that automobiles, especially in less-than-carload quan- 
tities, do not move by water, and hence the rate of $7, 
though slightly more than double the first-class rate, 
was a reasonable rate for the traffic. Manufacturers and 
dealers frequently ship automobiles in carloads by double- 
decking the cars, but it was testified at the hearing that 
it is not feasible for the carriers to do this, or to make 
use of the space above one or more automobiles in a 
single car. Carload shipments are sealed and transported 
intact to destination, and this method results in the 
minimum risk of pilferage or damage as compared with 
the risk to which less-than-carload shipments are exposed. 


There are perhaps but few articles of freight more 
subject to injury and unsatisfactory to handle than auto- 
mobiles uncrated. When shipped in less than carloads 
they must be handled with the greatest care to prevent 
injury from other freight. It is likewise true that a 
comparatively small injury to an average automobile will 
generally result in damages equal to or in excess of the 
revenue received for its transportation. There is evi- 
dence in the record to the effect that claims for loss 
and damage to automobiles during the year 1911, paid 
by the defendant Oregon-Washington Railroad & Naviga- 
tion Co., amounted to $5,022.34. The total revenue real- 
ized by all the carriers participating in the transporta- 
tion of the shipments as to which the claims were paid 
was about $23,412.63. There is other testimony which 
tends to show greater loss and damage for other years. 

Since the hearing in this case the carload commodity 
rate on automobiles from New York and Syracuse to 
Portland has been increased from $3 to $3.30. The less- 
than-carload commodity rate of $7 has been eliminated, the 
effect of which was to return less-than-carload shipments 
to the class-rate basis; that is, double first class under 
Western Classification, or a rate of $7.40, an increase 
of 40 cents over the rate charged on the shipments in 
question. The tariff that provided these changes was 


‘for a time suspended under Investigation and Suspension 


Docket No. 154, but after hearing the tariff was allowed 
to become effective, in modified form, om April 15, 1913. 
The class rating on automobiles in less than carloads 
was not specifically involved, however, in the Commis- 
sion’s final action upon the suspension. 26 I. C. C., 456 
[Traffic World, Apr. 5, 1913, p. 766]. 

After careful consideration of all the evidence of 
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record we are not persuaded that the charges collected 
on the shipments in question were unreasonable. An 
order will be entered dismissing the complaints. 


PRIZES IN PACKAGES 
CASE NO. 4769 (28 I. C. C. Rep., P. 415) 
MINNEAPOLIS CEREAL CO. VS. CHICAGO & NORTH- 
WESTERN RAILWAY CO. ET AL. 


Submitted Nov. 14, 1912. Decided Oct. 7, 1913. 
Complainant alleges that defendants’ rules, prescribing a basis 
for charges upon packages containing premiums, are unjust 
and unreasonable; Held, That the allegation is not sustained 
by the facts of record. Complaint dismissed. 

Herbert T. Park and Eugene S. Bibb for complainant. 

C. C. Wright for Chicago & Northwestern Railway 
Co. 

Frederick L. Ballard for Pennsylvania Railroad Co. 
and Pittsburgh, Cincinnati, Chicago & St. Louis Railway 
Co. 

Burr for Chicago, St. 
and Chicago & 


James B. Sheean and W. D. 
Paul, Minneapolis & Omaha Railway Co. 
Northwestern Railway Co. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

Dudley G. Gray for Baltimore & Ohio Railroad Co. 

O. W. Dynes and J. T. Conley for Chicago, Mil- 
waukee & St. Paul Railway Co. 

W. F. Dickinson and R. G. Brown for Chicago, Rock 
Island & Pacific Railway Co. 

W. H. Bremner for Minneapolis & St. 
road Co. 

D. P. Connell for New York Central lines. 


Louis Rail- 


Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the manu- 
facture and sale of cereal foods. It has its principal 
place of busines in Minneapolis, Minn., and a mill at 
Belle Plaine, Minn. By petition, filed March 22, 1912, it 
alleges that unreasonable and unjust charges are col- 
lected by defendants for the transportation of carload 
and less-than-carload shipments of the cereal food, 
“Cream of Rye,” having premiums therewith, from Belle 
Plaine to points in Western and Official Classification 
territories. Reparation and the establishment of reason- 
able rates are sought. 

To stimulate the sale of its cereal product, com- 
plainant incloses in each package, as a premium, a 
silver-plated spoon. The spoon weighs about 1 ounce, 
the cereal food about 19 or 20 ounces, and the container 
about 2 ounces, making a total weight of approximately 
23 ounces for the package, which is sold at retail for 
15 cents. For shipment 24 packages are placed in a 
case or carton, the whole weighing about 40 pounds, 
of which 1 1-6 to 1 2-6 pounds represent the weight of 
spoons. The cereal food is sold to the wholesale jobber 
in lots of from 5 to 800 cases, at $2.70 per case, de- 
livered; that is, complainant bears the freight charges. 
Complainant does not sell direct to the retail dealer, 
the latter being supplied by the jobber with small quan- 
tities of the cereal. The spoons cost complainant about 
3 1-3 cents each, in lots of 1,000 gross. They represent 
almost one-third of the invoice price to the jobber of the 
package in which they are inclosed. 

Both Western and Official classifications contain a 
rule providing that when a package contains articles of 
more than one class the highest rate applicable to any 
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commodity in such package shall apply to the whole 
package. In both classifications cereal food is rated 
fourth class in less than carloads and fifth class in car- 
loads. In less than carloads these spoons are rated one 
and one-half times first class under Western and first 
class under Official Classification. 

In each classification territory, however, an excep- 
tion is made to the rules above mentioned with respect 
to packages containing premiums. The rule in Western 
Classification territory is as follows: 


Articles in packages containing premiums in cases, C L and 
L C L, will be charged at 110 per cent of the rates provided 
for the same articles packed in the same manner as without 
premiums; provided, that carloads containing packages, both 
with and without premiums, only such portion of the carload 
as contains premiums will be charged 110 per cent, the re- 
mainder of the carload to take the cdrload rate for the artic!: 
Shippers will be required to state on shipping tickets whether 
or not packages contain premiums. 

In Official Classification territory the rule is as fol- 
lows: 


An article for advertising purposes may be shipped in 
package with the commodity it advertises, provided only on: 
such complete advertising article is contained in each packag: 
the commodity shipped to be charged at actual weight, plus 
weight of the package (subject to the established minimum 
carload minimum weight when in carloads) and at the rating 
applicable on such commodity, the advertising article to 
be charged at actual weight, plus 20 per cent, at the less 
than-carload rate on such article as per established tariffs 
In no case, however, shall the advertising article be charged 
at less than 10 per cent of the gross weight of the package in 
which it is contained. 


There is no considerable difference in the charges 
resulting from the two rules, and they are much less 
than charges which would accrue under the classification 
rules pertaining to packages containing articles of more 
than one class. Complainant contends, however, that 
the rules above quoted result in excessive and unreason 
able charges. 

Testimony shows that the practice of inclosing pre 
miums of various kinds with packages of cereals be 
came somewhat general about 1901. The carriers then 
based their charges upon the total weight of the pack 
age and the rate applicable to the highest rated com 
modity therein. This resulted in high charges upon such 
packages, and a rule was adopted as to carload ship 
ments whereby shippers declared the separate weights 
of the premium articles and charges were assessed 
thereon by application of the less-than-carload rate to 
such declared weight. Under this rule difficulty was 
experienced in policing the shipments and in ascertaining 
the weights of the premiums when toys or other articles 
of different weights were mixed in one consignment 
Accordingly the carriers attempted to establish a rul: 
which would be definite in its application. After numer 
ous conferences with shippers the carriers adopted, in 
1906 and 1907, the regulations now in force, applicabl« 
to both carload and less-than-carload shipments. 

A considerable number of firms now inclose premiums 
with cereal foods, coffee, rice, popcorn, etc. The pre 
miums include glassware, crockery, hardware, cand) 
silverware, toys, jewelry and notions, which vary in 
weight and value. Compared with other premiums the 
silver-plated spoon is expensive. 

To be able to ship premiums in packages is a privi 
lege of value to the shipper. This complainant state: 
that it would not handle premiums if it were necessar) 
to ship them in separate packages. It was demon 
strated of record that as to certain carloads of “Crean 
of Rye” which had moved in Western Classificatio: 
territory the rules complained of operated to make th 
total charges less than those which would have accrue: 
if the carload rates had been applied to the weight 0! 
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the cereal and the appropriate less-than-carload rates to 
the actual weight of the spoons contained in the pack- 
ages. Probably as a result of this showing counsel for 
complainant announced at the argument that there was 
no objection to the maintenance of the present rules 
with respect to carload traffic. 

On 23 shipments from Belle Plaine in January, 1912 
(including 2 carload and 21 less-than-carload shipments), 
the charges paid were compared with those which would 
have acerued on the same articles separately packed 
(disregarding as to the weight of the spoons the usual 
provision for a minimum charge based on 100 pounds). 
The aggregate amount paid on all of said shipments 
was $13.04 less than the amount which would have 
accrued by application to the cereal and the spoons of 
rates for each article. 

The record does not establish that the charges paid 
by complainant under the rules in question are unreason- 
able or result in discrimination as between shippers. The 
complaint must be dismissed, and it will be so ordered. 


ELGIN AND AURORA ON PARITY 
CASE NO. 5838 (28 I. C. C. Rep., P. 380 
ELGIN COMMERCIAL CLUB VS. BOSTON & MAINE 

RAILROAD ET AL. 
CASE NO. 5338 (SUB-NO. 1). 
SAME VS. PENNSYLVANIA CO. ET AL. 


Submitted Oct. 25, 1913. Decided Nov. 4, 1913. 

Class and commodity rates from Trunk Line and Central Freight 
Association territories to Elgin, Il, found to be unjustly 
discriminatory in so far as they exceed the rates con- 
temporaneously maintained from the same points to Aurora, 


ll. 

Frank A. Larish, James F. Dougherty and Herman 
Mueller for complainant. 

A. P. Burgwin, L. E. Hinkle, William W. Collin, Jr., 
and Theodore Schmidt for Pennsylvania Co. and Pitts- 
burgh, Cincinnati, Chicago & St. Louis Railway Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

William W. Collin, Jr., for New York Central Lines. 

J. L. Seager for Delaware, Lackawanna & Western 
Railroad Co. 

Cc. C. Wright and R. H. 
Northwestern Railway Co. 


Widdicombe for Chicago & 


Report of the Commission. 


CLARK, Chairman: 

Elgin, Ill., is located 36.6 miles west of Chicago, on 
the main line of the Chicago, Milwaukee & St. Paul Rail- 
way, and is also reached by the Chicago & Northwestern 
Railway. Aurora, Ill, is 37.4 miles west of Chicago, on 
the main line of the Chicago, Burlington & Quincy Rail- 
road, and is also reached by the Chicago & Northwestern 
and the Elgin, Joliet & Eastern railways. Aurora is about 
20 miles south of Elgin. 

The complainant alleges that the rates from Trunk 
Line and Central Freight Association territories to Elgin 
are unreasonable, and that the rate adjustments from 
these territories to Aurora and Elgin, respectively, un- 
justly discriminate against Elgin. The allegation that 
the rates are unreasonable was abandoned at the hearing. 

From Trunk Line territory the Aurora rates are upon 
a basis of 104 per cent of the New York-Chicago rates; 
to Elgin they are on a basis of 110 per cent. Batavia, 
St. Charles and Geneva, towns located between Elgin and 
Aurora, are given the 104-per-cent basis. The manufac- 
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turers and dealers at Elgin are in keen competition with 
the manufacturers and dealers in Aurora as to inbound 
shipments from Trunk Line and Central Freight Asso- 
ciation territories, in dealing with nearby points, and in 
shipments to the west. Elgin and Aurora have the same 
local rates to and from Chicago and the same westbound 
rates to Mississippi River and Missouri River crossings 
and points beyond. Interurban roads connect Elgin and 
Aurora and bring the retailers in close competition in 
the rural districts and intermediate towns. The differ- 
ence in freight rates to Elgin as compared with Aurora 
has operated to prevent the location of. industries at 
Elgin. There is no substantial difference in distance, in 
the cost of the service, or in the handling of through 
shipments from points in the Trunk Line or Central 
Freight Association territories to Elgin and to Aurora. 
As representative of the discrimination complained of, the 
class rates from New York to Chicago, Aurora and Elgin, 
in cents per 100 pounds, are shown to be: 


To— 1 2 3 4 5 6 
I Va oo poke suddeadvedsavuies 75 65 50 35 30 25 
PE ‘bes o. 5 h0k ww bene he ee hss 78 68 52 36 31 26 
Pas einink tn ttedantaahe to esean 83 72 55 39 33 28 


The discrimination seems more apparent in the rates 
from Central Freight Association territory, as appears 
from the following rates on first class, in cents per 100 
pounds: 


From— 


Kala- Grand Benton 


To— Detroit. Toledo. mazoo. Rapids. Harbor. Dayton. 
Chicago .... 37.0 37.0 30.0 33.0 24.0 38.5 
AUrore ..... 40.0 40.0 36.5 37.5 32.5 40.0 
igi ives 43.0 43.0 43.0 43. 43.0 43.0 


None of defendants’ witnesses was able at the hear- 
ing to give any explanation of why these variations ex- 
isted in the rates from Central Freight Association ter- 
ritory other than that they had been checked in that 
way. The explanation now offered is that the rates to 
Aurora are a projection of the basis and method of 
computing the Central Freight Association territory per- 
centage scale, while the rates to Elgin are not based 
on the mileage scale, but are built on what is called 
the Sycamore basis. None of defendants’ witnesses was 
willing to express the opinion that rates to Elgin ought 
to be higher than to Aurora; some of them admitted 
that they should be the same, but thought that Aurora 
should be on the same higher basis that applies to Elgin. 
The Chicago, Burlington & Quincy Railroad Co., which 
principally serves Aurora, entered no appearance at the 
hearing. 


Geographical Position. 


It was stated that the rates from the Ohio River 
to Aurora were affected by the fact that Aurora is inter- 
mediate to Chicago on the Elgin, Joliet & Eastern Rail- 
road. It appears, however, that Aurora is not directly 
intermediate on this line, but is at the end of a branch 
line about 10 miles in length. The Elgin, Joliet & East- 
ern passes within three-quarters of a mile of Elgin. 

The divisions of the rates are not all shown in the 
record, but in so far as they are shown, the western 
carriers receive substantially more out of the Elgin rates 
than out of the Aurora rates. 


The 104-per-cent basis is carried by the Chicago & 
Northwestern to West Chicago, and it is admitted that 
there are no important points between West Chicago and 
Elgin that would be affected by a reduction of the Elgin 
rates to the same basis. Via the Chicago & Northwestern, 
Elgin is on a branch line which connects with the main 


































































944 THE TRAFFIC WORLD 


line at West Chicago, and is about 12 miles from West 
Chicago. 

Defendants participate in transportation to both Elgin 
and Aurora under joint through rates. There is no sub- 
stantial difference in the circumstances and conditions 
existing at Elgin and Aurora or in the transportation of 
freight from points in Trunk Line and Central Freight 
Association territories to those places. There is com- 
petition between the manufacturers and dealers at Elgin 
and those at Aurora both in the immediately surrounding 
territory and at points beyond. No reason is advanced 
why the rates to Elgin from any point in Trunk Line 
or Central Freight Association territories should be higher 
than from the same point to Aurora. 

We find that the present adjustment of rates unduly 
prefers Aurora and dealers thereat and unjustly discrimi- 
nates against Elgin and dealers thereat. An order will 
be entered requiring defendants to establish and main- 
tain class and commodity rates from points in Trunk 
Line and Central Freight Association territories to Elgin 
no higher than they contemporaneously maintain from 
the same points of origin to Aurora. 


ORDERS. 
No. 5838. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findiags of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That said defendants, according as 
they participate in the transportation, be, and they are 
hereby, notified and required to cease and desist, on or 
before Jan. 15, 1914, and for a period of not less than 
two years thereafter to abstain, from charging, demand- 
ing, collecting or receiving rates for the transportation 
of freight, clases and commodities, from points on their 
lines and upon the lines of their connections in Trunk 
Line territory to Elgin, Ill., which exceed rates for the 
transportation of like freight, classes and commodities, 
contemporaneously in effect over their lines from said 
points of origin to Aurora, IIl. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be and they 
are hereby, notified and required to establish, on or be- 
fore Jan. 15, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for 
a period of not less than two years after the said Jan. 
15, 1914, to maintain and apply rates for the transporta- 
tion of freight, classes and commodities, from points on 
their lines and upon the lines of their connections in 
Trunk Line territory to Elgin, Ill, which shall not be 
higher than the rates contemporaneously applied on like 
traffic from the said points of origin to Aurora, Ill. 


No. 5838 (Sub-No. 1). 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 
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It is ordered, That said defendants, according a: 
they participate in the transportation, be, and they ar 
hereby, notified and required to cease and desist, on o1 
before Jan. 15, 1914, and for a period of not less than 
two years thereafter to abstain, from charging, demand 
ing, collecting or receiving rates for the transportation 
of freight, classes and commodities, from points on their 
lines and upon the lines of their connections in Central 
Freight Association territory to Elgin, Ill., which exceed 
rates for the transportation of like freight, classes and 
commodities, contemporaneously in effect over their lines 
from said points of origin to Aurora, Ill. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they 
are hereby, notified and required to establish, on or be 
fore Jan. 15, 1914, upon notice to the Interstate Commerce 
Commission and the general public by not less than 30 
days’ filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, and for a 
period of not less than two years after the said Jan. 
15, 1914, to maintain and apply rates for the transporta-: 
tion of freight, classes and commodities, from points on 
their lines and upon the lines of their connections in 
Central Freight Association territory to Elgin, Ill., which 
shall not be higher than the rates contemporaneously 
applied on like traffic from the said points of origin to 
Aurora, IIl. 





ALLEGATIONS NOT SUSTAINED 


CASE NO. 5708 (28 I. C. C. Rep., P. 383) 
BONEY & HARPER MILLING CO. VS. ATLANTIC 
COAST LINE RAILROAD CO. ET AL. 
Submitted Oct. 6, 1913. Decided Nov. 4, 1913. 

From Cincinnati, O., and Louisville, Ky., to Wilmington, N. C.. 
the Chesapeake & Ohio Railway and its connections main- 
tain a rate on corn and its products of 20 cents per 100 
pounds which is applicable to shipments having origin 
beyond, as well as to those originating at Cincinnati or 
Louisville. To Charleston, Savannah, Brunswick and Jack- 
sonville the same carriers participate in a rate of 23 cents 
per 100 pounds and a proportional rate 2 cents lower. On 
complaint that the rate to Washington is unjust and un- 
reasonable and that the existing adjustment unduly dis- 
criminates against Wilmington and in favor of the other 
ports; Held, That the allegations of unreasonableness and 
undue discrimination are not sustained, and that the rates 
complained of are not shown to be otherwise in violation of 
law. Complaint dismissed. 

John B. Daish for complainant. 

W. S. Bronson for Chesapeake & Ohio Railway Co. 

R. Walton Moore, Charles J. Rixey, Jr., and M. Carter 
Hall for Atlantic Coast Line Railroad Co., Seaboard Air 


Line Railway and Southern Railway Co. 
Report of the Commission. 


CLARK, Chairman: 

The adjustment of rates on corn and corn products 
from Ohio River crossings to Wilmington, N. C., as com- 
pared with the rates to Charleston, S. C., and other south 
Atlantic coast ports is attacked. The complaint in broad 
terms alleges that defendants’ rates, charges,. practices 
and regulations with respect to the transportation of corn 
and corn products from Cincinnati and from Chicago 
and St. Louis to Wilmington are unreasonable and un- 
justly discriminatory, and that the present adjustment 
is unduly preferential to Charleston and ports south 
thereof. Violations of sections, 1, 2, 3, 4 and 15 of the 
act are alleged. No testimony was adduced with respect 
to the alleged violation of section 4, and no discussion 
of that question will be undertaken. 

On the hearing petitioner made it plain that its chief 
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concern was with the rate from Cincinnati to Wilmington, 
and indicated that it would be satisfied with the estab- 
lishment of a rate of 18 cents per 100 pounds to apply 
on traffic having its origin beyond, thus virtually dis- 
claiming any dissatisfaction with the rate applicable on 
shipments originating at Cincinnati. 

A brief statement of the rates will serve to illustrate 
the situation. From Cincinnati, Covington and Louisville, 
hereinafter designated the upper crossings, to Wilmington 
the rate on corn and its products is 20 cents per 100 
pounds, and this rate applies whether the traffic has local 
origin or comes from beyond. From the same crossings 
to Charleston, Savannah, Brunswick and Jacksonville the 
local rate is 23 cents per 100 pounds, which rate is also 
applied from the crossings on corn originating beyond 
at points east of the Illinois-Indiana state line; at Chi- 
cago and Cook County, Ill., junctions, including South 
Chicago, Kankakee, Joliet and Coster, IIl., or from beyond 
via those junctions; at Sioux City or Lemars, Ia., or 
at local points on the Illinois Central Railroad west of 
Dubuque, Ia., and at points in the states of Wisconsin, 
Minnesota and South Dakota. On corn and _ products 
originating at points west of the Mississippi River or at 
points in Illinois, other than those above defined, a pro- 
portional or shrinkage rate of 21 cents applies. 


Rates from Lower Crossings. 


and Evansville, hereinafter referred to 
lower crossings, the rate to Wilmington is 22 
cents, and that to Charleston, Savannah, Brunswick and 
Jacksonville is 23 cents, regardless of point of origin. 

It will thus be seen that on shipments from so-called 
shrinkage territory the rate from the upper crossings to 
the lower ports on the south Atlantic coast is 1 cent 
higher than that to Wilmington, while on shipments from 
other territory Wilmington has an advantage of 3 cents. 
In the same way Wilmington enjoys an advantage of 1 
cent over Charleston, Savannah, Brunswick and Jackson- 
ville on traffic coming from or through the lower cross- 
ings. Petitioner conceives, however, that it is unlawful 
and unjust for the carriers to accord the lower south 
Atlantic ports a proportional rate from Cincinnati and 
not to make a similar distinction as to shipments from 
producing points beyond Cincinnati when destined to 
Wilmington. It asks, in other words, that its present 
advantage of 1 cent in connection with corn from shrink- 
age territory be increased to 3 cents, on the theory that 
the conditions which influence the maintenance of pro- 
portional rates lower than the local rates to the ports 
south thereof are just as strongly controlling at Wil- 
mington. 


From Cairo 


as the 


Complainant buys and sells corn, manufacturing most 
of it into grits, cracked corn, chops and foodstuffs. Its 
mill at Wilmington has a capacity of 3,000 bushels per 
day, and is the only mill at Wilmington or in that im- 
mediate vicinity. It buys corn in Virginia, at Chicago, at 
Portsmouth, O., and at points as far west as Omaha. 
Its strongest competition in the sale of products is with 
mills in Ohio and Indiana, at Virginia cities, and at 
Spartanburg and Charleston, S. C. In the year 1907 pe- 
petitioner handled 496,561 bushels of corn, of which 242,- 
076 bushels was transit corn; that is, corn milled at 
Wilmington and reshipped on transit rates. In 1912 the 
total corn handled was 377,851 bushels, of which 152,240 
bushels consisted of transit corn. From year to year 
there has been a steady decrease in the transit account, 
except that the year 1910 shows a slight increase over 
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1909. As to the total business, however, the intervening 
years indicate fluctuations in both directions, although 
never reaching the high-water mark of 1907. By far the 
greater portion of the loss is in transit corn. This loss 
may be attributable to causes outside of our jurisdiction, 
or which cannot be reached in this proceeding, since 
neither the milling-in-transit rates nor regulations in force 
at Wilmington nor the reshipping rates from that point 
to destinations beyond are in issue. 
Why Complainant Is Dissatisfied. 

Complainant’s real dissatisfaction apparently is not 
merely in the rate to Wilmington, but in the total freight 
charges it is required to pay from points of production 
of the corn to the final destinations of the milled prod- 
ucts. It is stated that petitioner is accorded transit 
privileges under which it can place its products in the 
territory lying between Wilmington and Charleston, in- 
cluding the latter; but the nature and scope of these 
privileges are not disclosed in the record. It is further 
stated that mills in Charleston have no milling-in-transit 
privilege, and can only place their products in the com- 
mon territory between Wilmington and Charleston by 
the payment of local rates. Notwithstanding this, com- 
plainant contends that it is discriminated against in the 
existing adjustment and that it cannot successfully com- 
pete with the southern mills and lays claim to a read- 
justment which will enable it to draw corn to Wilming- 
ton, there mill and reship to Charleston, as a typical 
point, at the same rate that Charleston must pay to have 
corn laid down there. 

The defendants cited in this action are the Chesa- 
peake & Ohio Railway, Atlantic Coast Line Railroad, 
Southern Railway, and Seaboard Air Line Railway. The 
first named is initial at Cincinnati and Louisville and 
has through routes with the other defendants to Wil- 
mington. None of the others is so situated; hence the 
situation dealt with concerns chiefly the Chesapeake & 
Ohio Railway route, although the rate-making routes are 
the short routes in connection with the Louisville & 
Nashville Railroad, and the Cincinnati, New Orleans & 
Texas Pacific Railway as initial carriers. 


How Rates Are Equalized. 


The scheme of equalization of grain rates through the 
Ohio River to the southeast has been discussed from 
so many angles and has had such full consideration in 
the past that it is well understood. The key to the 
situation is found in the rates from Memphis, and the 
whole fabric is constructed with general relation to the 
Missouri River-Memphis rates to the southeast. To 
Charleston, for example, the rate on corn from Memphis 
is 19 cents, and to Memphis from Omaha, usually ac- 
cepted as illustrative, on traffic from beyond the propor- 
tional rate is 14 cents, a total of 33 cents. The rate 
from Cairo and Evansville to Charleston is 23 cents, and 
the rate from Omaha to those gateways 10 cents, a total 
also of 33 cents. Going north, however, to Cincinnati 
and Louisville, we find the rate to the gateways to be 
12 cents, and this, added to the local rate of 23 cents 
from the gateways to Charleston, makes 35 cents. The 
lines north having no reason to shrink their revenue 
to divert traffic to the upper crossings are allowed 12 
cents, and the carriers from the upper crossings to 
Charleston shrink their rate to 21 cents, accomplishing 
this by the publication of a proportional rate to apply 
on traffic from defined territory beyond. To Wilmington 
the rate from Memphis is 18 cents; from Cairo and 
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Evansville it is 22 cents, and from Cincinnati and Louis- 
ville 20 cents, so that the necessity for shrinkage in the 
same manner from the upper crossings does not exist. 
From Illinois shrinkage territory, taking Champaign as 
representative, the rate to the lower crossings is 7 cents 
and that to the upper crossings is 9 cents. The rate 
from both the lower and the upper crossings to Charles- 
ton is 23 cents, necessitating a shrinkage of 2 cents 
from the upper crosings, the same as on corn from the 
Missouri River territory. To Wilmington the rates from 
the lower and upper crossings are 22 and 20 cents, re- 
spectively, resulting in a total rate of 29 cents in both 
cases, As to Illinois corn, the impulse of the Memphis 
gateway rates is not felt to the same extent as is true 
in the case of Missouri River corn, the competition here 
being largely between the lower and upper crossings. 
It will be seen, however, that as to both of the terri- 
tories of origin the total rates to Wilmington are 1 cent 
less than the total rates to the more southerly ports, 
and, as has been stated, from non-shrinkage territory the 
rates to Wilmington are 3 cents less. 


Comparison of Distances 

The comparative distances from the several river 
crossings to the ports are relied upon to a considerable 
extent to support the allegation of unreasonableness. 
For example, via the lines of defendants the distances 
from Cincinanti are: To Wilmington, 844; to Charleston, 
976: to Savannah, 1,090 miles. The rate to Wilmington 
is 20 cents and that to the other ports (proportional) 
21 cents, and although the rates are made by the short 
routes, the distances via which are 748, 765 and 770 
miles, respectively, it is argued that the Wilmington rate 
is relatively too high. On the other hand, the distance 
from Memphis to Wilmington is 849 miles and the rate 
18 cents, while from Memphis to Savannah the distance 
is 685 miles and the rate 19 cents. From Evansville to 
Wilmington, 830 miles, the rate is 22 cents, as compared 
with a rate of 23 cents, Evansville to Savannah, 740 miles. 

As has been said, a proportional rate is a part or 
remainder of a through rate, and as such must be taken 
in its relation to the whole rate, while in these com- 
parisons no consideration is given to distances from 
points of origin to the crossings or gateways nor to the 
measure of the through rates from the points of origin 
to the destination ports. 

The rates to Wilmington, defendants aver, are built 
with respect to strong and compelling competition through 
the north Atlantic ports, while the rates to the more 
southerly ports are the rates established by the short 
routes in connection with the Cincinnati, New Orleans 
& Texas Pacific Railway and the Louisville & Nashville 
Railroad in equalizing the rates through Evansville and 
Cairo, and necessarily applied by these defendants to 
their longer indirect routes in order to secure any of the 
business. 

While not brought out at the hearing, reference is 
made in complainant’s brief to the decreased spread be- 
tween the rates to Wilmington and the rates to Charles- 
ton, Savannah, Brunswick and Jacksonville, it being as- 
serted that the difference was originally 3 cents, while 
as to corn from shrinkage territory it is now but 1 cent. 
The facts are, however, that formerly there was an 18- 
cent rate to Wilmington and a rate to Charleston of 21 
cents, with a shrinkage of 2 cents from designated ter- 
ritories. The rates are now 20 cents and 23 cents, with 
the same shrinkage from designated territories, so that 
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there is the same relative spread both as to shipments 
from Cincinnati and shipments from beyond. 
Petitioner’s Case. 

Petitioner’s case rests in part upon the Commission’ 
decisions in Rosenbaum Bros. vs. L. & N. R. R. Co., 2 
I. C. C., 62 [Traffic World, Dec. 16, 1911, p. 1023], and 
Indianapolis Freight Bureau vs. C., C., C. & St. L. Ry 
Co., 26 I. C. C., 53 [Traffic World, Feb. 15, 1913, p. 415] 
In the Rosenbaum case the application by the carriers oi 
local rates from the upper crossings to southeastern 
points on grain from shrinkage territory west of th« 
Mississippi River moving through Chicago or any Cook 
County junction point, while applying on grain from th: 
same points of origin to the same destinations not moving 
through Chicago or a Cook County junction point, th 
lower shrinkage rate was found to result in unlawful! 
discrimination against Chicago, Chicago shippers, and 
th2 lines forming the route through Chicago. In the 
Indianapolis case, supra, undue discrimination was found 
to result from the application of certain provisions of 
the carriers’ tariffs denying shrinkage or proportional 
rates south of the Ohio River on grain or grain products 
on which milling-in-transit privileges were accorded at 
points north of the Ohio River and east of the Illinois 
Indiana state line, and it was stated that the Commission 
could see no reasonable or logical grounds upon which 
there might be denied to Indianapolis and other Indiana 
points the full use at the same aggregate through charge 
of the privileges accorded to all other points on the same 
route. In the instant case we are asked to find that the 
Cincinnati to Wilmington rate is unreasonable, whether 
considered as a local rate or as one applied to traffi 
from beyond, and that it is unjustly discriminatory for 
the defendants to maintain a proportional or shrinkagé« 
rate less than the local rate from the upper crossings to 
Charleston, Savannah, Brunswick and Jacksonville and 
not to accord a similar shrinkage or proportional rate 
to Wilmington. The cases are clearly distinguishable 
and neither the Rosenbaum case nor the Indianapolis 
case, supra, is controlling here. 


Status of Proportional Rates. 

We have frequently said that a proportional rate 
applying on through traffic might well be less than the 
corresponding local rate, but we have not said that such 
proportional Tate must be, or in every case should be, 
less. There may be, and are, many instances in which 
full local rates are applied as proportions in the con 
struction of through rates, ard the rate so established 
in this case can only be condemned upon a satisfactory) 
showing that it is unreasonable, unduly discriminatory, 01 
otherwise in contravention of law. 

Under the existing rule Wilmington can draw corn 
from points west of the Mississippi River and from TIIli 
nois points through the various crossings at the same 
through charge; its total rates from the points of pro 
duction of the corn are lower than the through rates 
from such points to other south Atlantic coast ports with 
which comparisons are made, and it has lower rates 
from all of the river crossings. The evidence in thi: 
case affords no satisfactory basis for a determination 
of the inherent reasonableness of the Cincinnati to Wil 
mington rate, since it fails to touch upon any of th 
numerous elements ordinarily employed in such a test 
Relative unreasonableness is not proven here by com 
parisons of distances, and nothing has been produced t« 
convince us that the long-established equalization adjust 








November 22, 1913 








ment, which, in some respects at least, is well adapted 
to the prevailing conditions, should be disturbed because 
Wilmington has no shrinkage rate from the upper cross- 
ings. 

Defendants resist the granting of any decree in favor 
of the petitioner on the ground that the petition is fatally 
defective because of nonjoinder of the carriers north of 
Cincinnati and Louisville, which are parties to the through 
route and rate. In the view which we take of the situa- 
tion it is not necessary to discuss this question. The 
defendant carriers participate only in the rates from the 
river crossings to the ports. Had the carriers seen fit 
to adopt joint rates from Missouri River and Illinois 
points to the ports in lieu of the method now in vogue, 
petitioner could be heard only in a proceeding attacking 
the through rates. 

Complainant asserts that the restriction of territory 
beyond Cincinnati in the application of the shrinkage 
rates south of the river crossings is improper and un- 
lawful. In Serry vs. Southern Pacific Co., 18 I. C. C., 
554, it was held not unlawful per se to make a propor- 
tional rate lower than a local rate and limit its appli- 
cation to traffic coming from a specified territory. This 
record does not disclose impropriety in the limitations 
referred to. 

The rates complained of are not found to be unrea- 
sonable, unduly discriminatory, or otherwise in violation 
of law. 

The complaint must be dismissed. 


CHICAGO LIGHTERAGE CHARGES 





1. & S. NO. 233 (28 I. C. C. Rep., P. 390) 


Submitted Sept. 25, 1913. Decided Nov. 4, 1913. 

Upon protests against the cancelation of provision for absorp- 
tion by respondents of the charges of the Chicago River & 
Indiana Railroad Co. for car-float deliveries in Chicago, 
such cancellations were suspended. Protestants either with- 
drew their protests or failed to appear at the hearing 
It appearing that respondents can effect deliveries through 
other channels with less expense to themselves and with- 


out additional cost to the public, the order of suspension 
is vacated. 

' 
G. W. Kretzinger, Jr., for Grand Trunk Railway sys- 


tem. 

E. R. Newman for Wabash Railroad and its receivers. 

F. G. Lantz for Chicago & Erie Railroad Co. 

Frank B. Carpenter and H. D. Palmer for.New York, 
Chicago & St. Louis Railroad Co. 

Cassoday, Butler, Lamb & Foster for Merchants’ 
Lighterage Co. 

Theodore Brent for Chicago River & Indiana _.Rail- 
road Co. 

Report of the Commission. 


CLARK, Chairman: 

For many years the lake boat lines serving Chicago 
have made deliveries at docks along their routes, unload- 
ing freight at their own expense. In the same manner 
lighterage companies, operating on the Chicago River what 
in this proceeding is termed “break-bulk service,” have 
delivered freight. on docks or in warehouses of consignees 
on the river without any additional charge for unloading. 
The Chicago River & Indiana Railroad, operating about 
33 miles of track in the Chicago district, and performing 
a rail switching service in connection with practically 
every railroad entering Chicago, also operates a car float 
on the Chicago River. 

The parties who own the Chicago River & Indiana 
Railroad also own the Chicago Lighterage Co. of Illinois, 
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which operates a steam lighter on the river, handling so- 
called break-bulk freight, both carload and less than 
carloads. The Chicago River & Indiana Railroad and the 
Chicago Lighterage Co. of Illinois are managed jointly, 
and the lighterage service is referred to throughout this 
record as that of the railroad. 

When the Chicago River & Indiana Railroad inau- 
gurated its car-float service in the winter of 1911-1912, a 
rate of 1 cent per 100 pounds, minimum 60,000 pounds per 
car, was established for transportation from a cradle at 
Twenty-seventh and Robey streets to its station at the 
Fulton street dock, the rate applying only on sugar in 
carloads. Subsequently the application of the rate was 
extended first to sirup, molasses, rise and rosin, in car- 
loads, and later to all freight, and the provision for de- 
liveries was made to include, first, certain other des- 
ignated docks and warehouses, and then all stations, 
docks and industries on the Chicago River within the 
Chicago switching limits. 

The lighter service was first established in the spring 
of 1912, when the Chicago Lighterage Co. of Illinois, a 
corporation organized by the Chicago River & Indiana 
interests, bought the assets of the old Chicago Lighterage 
Co., then bankrupt. Shortly thereafter, or on July 28, 
1912, a new tariff was issued by the Chicago River & 
Indiana, increasing its charge on all freight in carloads 
between cradles, stations, docks and industries to 3 cents 
per 100 pounds, and establishing a rate of 5 cents per 
100 pounds for less-than-carload freight. This tariff pro- 
vided for transportation “by lighter or car float,” and 
as to carload freight fixed no minimum weight. A re- 
issue of this tariff, effective Jan. 12, 1913, provided for 
the application of carload minima as published in the 
Western and Official classifications, and on April 3, 1913, 
the minimum as to all freight in carloads was changed 
to 10,000 pounds. 

Under all of these tariffs deliveries were made as to 
both car-float and break-bulk lighter services without addi- 
tional charge to shippers or consignees for unloading. 
The increased charge is not directly in issue in this 
proceeding. 

Following the inauguration of the car-float service, 
and prior to the institution of the lighterage service, the 
Grand Trunk Railway system entered into an arrange- 
ment with the Chicago River & Indiana for the absorp- 
tion of the latter’s charge of 1 cent per 100 pounds, 
minimum 60,000 pounds, or, in other words, for the ap- 
plication of Chicago rates, subject to minimum earnings 
of $15 per car, on all inbound carload freight from de- 
fined eastern territories when for specified industries 
served by the Chicago River & Indiana “car-float or 
lighterage facilities.’ Later a similar arrangement was 
made with the Chicago River & Indiana wy the Chicago 
& Erie Railroad, the New York, Chicago & St. Louis 
Railroad and the Wabash Railroad, to cover all inbound 
and outbound carload freight to or from all industries 
served by the Chicago River & Indiana “car-float or light- 
erage facilities.” These arrangements were duly pub- 
lished in tariffs by L. A. Lowrey,.as agent for the carriers. 

Shortly after the increase in the charge of the Chi- 
cago River & Indiana from 1 cent to 3 cents per 100 
pounds demand was made by the Chicago River & Indi- 
ana by the Grand Trunk; Chicago & Erie; New York, 
Chicago & St. Louis, and Wabash roads, hereinafter 
designated respondents, for a corresponding increase in 
the amount of their absorptions. Respondents refused 
to yield to this demand, and, acting on their instructions, 
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Agent Lowrey published a proposed cancellation of the 
application of Chicago rates in connection with the Chi- 
cago River & Indiana, and the application of combination 
rates instead. Upon protests against such cancellation, 
the Commission suspended the items in question and in- 
stituted this proceeding. 

It will be seen that disagreement between the car- 
riers over their divisions of the joint rates is the seat 
of the trouble, and that the question of paramount im- 
portance is the extent to which, if at all, the interests 
of the public may be adversely affected by the proposed 
cancellation. 

Prior to the hearing one of the protests was with- 
drawn on the ground of disinterestedness, and at the 
hearing no protestant offered any testimony or entered 
an appearance. We may assume, therefore, that protest- 
ants are no longer concerned over the outcome. 

Respondents aver that there is no intention of dis- 
turbing any existing arrangements covering break-bulk 
lighterage, and that the only effect of the cancellation 
will be to place them on an equal footing with the ten 
other east of Chicago roads competing with them, none 
of which makes Chicago River & Indiana deliveries to 
firms served exclusively by the Chicago River & Indiana 
car float, or absorbs the car-float charges. They state 
that the recognized allowance for break-bulk lighterage 
service in Chicago Harbor is 3 cents per 100 pounds, 
which amount is, and has been, paid to the old Chicago 
Lighterage Co. as well as to the present company, and 
to its competitor, the Merchants’ Lighterage Co.; that 
the car-float service is not a lighterage service, but is 
in effect a car-ferry service, substantially the same as 
rail switching service, for which rail carriers charge and 
are paid 1 cent per 100 pounds, minimum 60,000 pounds; 
that the payment of any greater charge to the Chicago 
River & Indiana would lead to a demand from the rail 
carriers for a like increase, and that the new charge 
is greater, considering their earnings, than they can afford 
to pay. 

For its rail switching service from connecting rail 
carriers to its cradle, the Chicago River & Indiana re- 
ceives $3 per car. The total cost, therefore, for handling 
from connections with rail carriers to final delivery point 
by car float under the old rate was $3 plus 1 cent per 
100 pounds, or $6 per minimum car of 60,000 pounds. 
Under the suspended schedule the rail carriers would be 
called upon to pay $3 plus $18 for a 60,000-pound car, or 
$3 plus $13.35 for an average car of 44,500 pounds. 

According to respondents, the necessity for the in- 
creased charges made by the Chicago River & Indiana 
arises from the fact that the latter incurs improper and 
unauthorized expenses in unloading and placing freight 
for consignees, and grants storage and other transit privi- 
legs not contemplated by the tariffs of the line-haul car- 
riers and not concurred in by them. 

It appears that at the time respondents entered into 
the arrangement for absorption of the Chicago River & 
Indiana charge, that charge was 1 cent per 100 pounds, 
published to apply only to the transportation of sugar, 
and car-float service only was involved, since the Chicago 
River & Indiana did not then own or operate, either 
directly or through any affiliated organization, a lighter 
of any kind. The absorption bases as published in Low- 


rey’s tariff referred to “C. R. & I. car-float or lighterage 
facilities,” that company’s one means of water carriage 
at that time was a car float pulled by tugs, and the 
words “or lighterage” may be regarded as surplusage. 
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Corroborative of their contention as to the distinction 
between car-float service and lighterage service, respond 
ents submit that the Chicago Lighterage Co. of Illino 
gives its individual power of attorney and concurren: 
to Agent Lowrey, is separately shown in the tariff a 
a participating carrier, and is separately provided for i 
rate basis 7 of said tariff, which names various eastern 
western and southwestern lines and states the rate ai 
rangements these lines have with the lighterage compan) 
Respondent-Wabash Railroad is a party to the rat: 
basis of the lighterage company and will still have access 
to the lighterage company deliveries if the cancellation 
of its arrangement with the Chicago River & Indiana 
as to car-float service is approved. The other thre: 
respondents are not parties to the lighterage compan) 
basis, and will terminate all service in connection with 
the Chicago River & Indiana and the Chicago Lighterag: 
Co. if the cancellation is permitted. Firms and industries 


at the Chicago River & Indiana’s Fulton street station 
are served exclusively by that company and the Chi 
cago Lighterage Co. but it does not appear that 
there are any other docks or stations of either of 


these companies which are not also accessible by rail 
switching service or by lighterage service of the Mer 
chants’ Lighterage Co. The firms and industries at the 
Fulton street station do not now have Chicago rates on 
shipments from or to points on the other ten eastern 
roads. There would be no interruption of existing a1 
rangements for lighter service in connection with the 
Chicago Lighterage Co. on shipments from or to various 
western and southwestern roads, and the service of the 
Merchants’ Lighterage Co. and certain rail switching lines 
would still be available to the various stations and in 
dustries affected. 

Whether or not the term lighterage is properly ap 
plicable to the two services, it is certain that the han 
dling of freight by car float and by lighter differs ma- 
terially. The car float is an uncovered conveyance, fitted 
with two tracks, and capable of accommodating eight 
cars. At the Chicago River & Indiana cradle, the only 
one on the Chicago River, cars under load are trans- 
ferred from the railroad to the float. The float, being 
without power of its own, is then drawn by tugs to 
various docks along the river. At these docks the car 
rier’s longshoremen or station crews place a gangplank 
to the car doors and unload the freight. When the cars 
next to the dock are unloaded the freight from the cars 
on the outside track is moved through the empty cars. 
In all cases, following the custom on the river, the con 
tents of the cars are placed on docks or in consignee’s 
warehouses, and in some instances is conveyed to upper 
floors or remote locations in the warehouses. The car 
float is used principally in regular service between the 
cradle and the public station of the Chicago River & 
Indiana at Fulton street. For the lighter service a self- 
propelled covered steam lighter is employed. Both car- 
load and less-than-carload freight is unloaded from cars 
or docks and loaded on the lighter. The Chicago River 
& Indiana lighter has been used mostly in local service 
from dock to dock. Lightered freight is unloaded and 
also placed for consignees. The practice of the Mer- 
chants’ Lighterage Co. is the same, except that where 
freight is placed in upper stories or away from the dock 
an extra charge is made. 

The Official Classification contains a rule prohibiting 
earriers from unloading carload freight for consignees, 
but at least some of the respondents publish exceptions 
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to this rule under which they unload carload freight 
through freight houses on request of consignees, or with- 
out such request when, because of track congestion, or 
like conditions, it is to the carrier’s convenience to do so. 
This, of course, differs from delivery on industrial tracks, 
but some of the respondents are and have been parties 
to the lighterage arrangements and rates of the Chicago 
Lighterage Co. and of the Merchants’ Lighterage Co., 
and hence to the unloading of carload freight by those 
companies without charge. The Lowrey tariff is not 
governed by any classification, and nothing in this record 
establishes impropriety in the present method of car- 
float delivery by the Chicago River & Indiana Railroad. 
Storage and reconsigning privileges are provided for in 
the local and joint tariffs of the Chicago River & Indiana, 
duly published and filed, and Lowrey’s tariff, to which 
the Chicago River & Indiana and respondents are parties, 
authorizes the granting of such privileges as are pub- 
lished and lawfully filed by any ‘of the carriers parties 
thereto. 

On behalf of the Chicago River & Indiana it was 
testified that lighterage by car float cannot be performed 
on the Chicago River any cheaper than by steam lighter, 
the gain by elimination of one handling being offset by 
the compulsory use of a small float holding eight cars, 


and the consequent spreading of the cost over less reve-. 


tonnage. Figures were introduced in behalf of the 
Chicago River & Indiana bearing upon the cost of opera- 
tion of the car-float service, but these figures are based 
upon an assumed performance for one year, and are not 
conclusive of actual results. 

If the service rendered the public is not materially 
affected, if open and available routes are otherwise 
afforded, and if the carriers’ charges are not unreason- 
ably increased, it is unimportant in this proceeding what 
justification there may be for the demand of the Chicago 
River & Indiana Railroad for increased compensation, 
or whether respondents are warranted in resisting the 
demand for an additional shrinkage of 2 cents per 100 
pounds in their earnings. Witness for the Chicago River 
& Indiana testified that the arrangements with the re- 
spondents were voluntarily entered into; that his com- 
pany is not desirous of coercing respondents into a con- 
tinuance of such arrangements, and that his company is 
not to be understood as complaining against these roads. 

We have seen that the shippers and receivers of 
freight at Chicago either took no interest in this question 
or abandoned their protests against the proposed action 
of respondents. There is, therefore, no showing that the 
public will be adversely affected if the cancellations be- 
come effective. No reason appears for requiring respond- 
ents to employ this delivery service when deliveries can 
be made in other ways at the same cost to the shipper 
or recéiver and at less cost to respondents. 

There appears no sufficient reason for denying to 
respondents the right to withdraw their absorptions of 
the car-float charges of the Chicago River & Indiana 
Railroad. 

The suspension order will be vacated as of Dec. 1, 
1913. 


nue 


ORDER. 

It appearing, That on March 14, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: Supplements Nos. 3 and 4 to 
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L. A. Lowrey, agent, I. C. C. No. 17, and subsequently 
ordered that the operation of said schedules be suspended 
until Jan. 12, 1914: 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission here- 
tofore entered in this proceeding suspending the opera- 
tion of said schedules be, and it is hereby, vacated and 
set aside as of Dec. 1, 1913. 

It is further ordered, That a copy hereof be forthwith 
served upon L. A. Lowrey, agent, and upon the carriers 
respondent herein, parties to said schedules, and that a 
copy hereof be filed with said schedules in the office of 
the Commission. 


SHIPMENTS NOT MISROUTED 


CASE NO. 5250 (28 I. C. C. Rep., P. 398) 
AMERICAN AGRICULTURAL CHEMICAL CO. VS. BAN- 
GOR & AROOSTOOK RAILROAD CO. ET AL. 


Submitted June 24, 1913. Decided Oct. 7, 1913. 

Upon the facts of record in this case, Held, That the ship- 
ments in question were not misrouted by the initial carrier. 
Complant dismissed. 

Blair & Hillyer for complainant. 

John A. Kratz, Jr., for Bangor & Aroostook Railroad 
Co. 

Report of the Commission. 

BY THE COMMISSION: 

Complainant is a corporation having its general offices 
at New York, N. Y. It is engaged in the manufacture 
and sale of commercial fertilizer throughout the United 
States and maintains a plant at Searsport, Me. By peti- 
tion, filed Oct. 2, 1912, it alleges that it was subjected to 
the payment of unjust and unreasonable charges for the 
transportation of four carloads of fertilizer from Sears- 
port to Fort Fairfield and Caribou, Me., on account of 
the alleged misrouting of said shipments by the initial 
carrier, the’ Bangor & Aroostook Railroad Co. 

The record shows that on Dec. 21, 22, and 28, 1911, 
complainant delivered to the Bangor & Aroostook Rail- 
road (hereinafter called the defendant), at Searsport, 
Me., four carloads of fertilizer, each of which weighed 
42,880 pounds. One of the cars was destined to Fort 
Fairfield and the other three cars to Caribou. Via the 
route of movement the cars passed through a portion 
of the Dominion of Canada. The rate applied to the ship- 
ments was 29 cents per 100 pounds, being made up of 
defendant’s local rate of 5 cents from Searsport to 
Brownsville Junction, Me., and a rate of 24 cents of the 
Canadian Pacific Railway beyond. Charges were col- 
lected in the sum of $497.40 on the aggregate weight of 
171,520 pounds. At the same time there was a combina- 
tion rate from Searsport to the destinations mentioned 
of 13 cents, made up of defendant’s local rate of 3 cents 
to Northern Maine Junction, Me., and a local rate of 
10 cents applicable via the Maine Central Railroad to 
Vanceboro, Me., and the Canadian Pacific beyond. At 
the rate of 13 cents the charges upon the four shipments 
would have been $222.98. Complainant alleges that the 
shipments were misrouted by defendant and seeks rep- 
aration in the sum of $274.42. No attempt was made by 
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complainant to prove that the rates assessed were un- 
reasonable via the route of movement. 

The facts of record upon which the question of mis- 
routing depends are somewhat peculiar and a brief de- 
scription of complainant’s practice with respect to its 
shipments is necessary to an understanding of the issues. 
Bills of lading and shipping orders for the shipments 
from the various plants operated by complainant are made 
out at its office in New York, under the direction of its 
traffic manager, and the bills of lading for the cars in 
question were so prepared. The bills so prepared by 
the clerical force are examined by the traffic manager, 
errors corrected by him, and omissions supplied. The 
bills are made out in series of three by the use of carbon 
sheets. The first copy does not go to the railroad com- 
pany, being a memorandum retained by complainant at 
its New York office for statistical purposes. The second 
of the series is the original bill of lading, which is signed 
by the railroad agent and shipper and returned to the 
shipper. The third in the series is the shipping order, 
which is signed by the shipper only and retained by the 
carrier. 

In each instance the bill of lading submitted by com- 
plainant at the hearing provided for routing of the car 
via Canadian Pacific Railway; and, in each instance, in 
the space provided in the bill of lading for insertion of 
the rates applicable to the transportation there is a nota- 
tion, in writing different from that on the remainder of 
the bill, reading on two of the bills as follows: “3c No., 
Me, Jct., 10c beyond,” while two of the bills bear notation 
in a similar column and in writing different from that 
in the remainder of the bill, “3c & 10c.” 

It is well known that in ordinary practice the shipper 
presents to the carrier’s agent the bill of lading and ship- 
ping order. The agent ordinarily signs the bill of lading 
as soon as he is assured that the property is in the pos- 
session of the carrier, returns the bill of lading to the 
shipper, and retains the shipper order for his own use 
and as showing the shipper’s instructions. In this case 
the shipping orders, which are carbon copies of the bills 
of lading, do not bear the notations which were on the 
bills of lading with respect to the rates. This discrep- 
ancy between the shipping orders and the bills of lading 
was called to the attention of the complainant’s traffic 
manager, who was its witness, and he stated that the 
notation as to the rates had been inserted by him after 
the remainder of the bills of lading had been prepared 
by a clerk in his office. It was his opinion that the fail- 
ure to have such notation appear also on the shipping 
orders was due to the use of a torn piece of carbon, and 
consequently he failed to copy such notation on the ship- 
ping orders. Defendant’s agent at Searsport, who signed 
the bills, expressed the opinion that the notation as to 
rates was not on the bills of lading when presented to 
him for signature, for he said that if the bills of lading 
had contained a notation as to rates which conflicted 
with the route inserted by complainant he would not 
have forwarded the shipments at the time, but ‘would 
have called upon his superior officer for further instruc- 
tions. The agent was unable to state positively, however, 
that the notation as to rates was not on the bills when 
signed, about 18 months having elapsed between the ship- 
ment and the hearing. 

It is clear that if the notation as to rates was not 
on the bills of lading when they were presented to the 
earrier’s agent the shipments were not misrouted, inas- 
much as defendant complied with the specific routing 
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instructions by carrying the shipments to its junctio: 
with the Canadian Pacific Railway, and there turning then 
over to the latter line for transportation to destination 
If, however, the notation as to rates was on the bills o! 
lading when signed by defendant’s agent, complainan' 
may apparently invoke Conference Ruling 286 (f), to th 
effect that the obligation rests upon the carrier’s agent 
to refrain from executing a bill of lading containing 
provisions which are contradictory and therefore impos 
sible of execution, and that under such circumstances 
the carrier’s agent should ascertain from the shipper 
whether the rate or the route given in the shipping in 
structions should be followed. 


At the hearing the principal issue was one of fact 
as to whether the notation as to rates was on the bills 
of lading when presented to the carrier’s agent or was 
inserted by the shipper after the bills of lading had been 
signed by the agent and returned to the shipper. It is 
difficult to determine this question upon the evidence of 
record. The preponderance of such evidence would ap 
pear to be with complainant. Its traffic manager testified 
positively that the notation was on the bills of lading 
when presented to the carrier’s agent, and the carrier's 
agent was unable to testify positively to the contrary. 

If the shipper had tendered its traffic unrouted, it 
would have been the duty of the initial carrier to forward 
it via the cheapest available route; but the carrier was 
bound to obey the shipper’s routing instructions. It is 
undisputed that the directions to route via the Canadian 
Pacific were on the shipping order given to the defendant; 
and that the notation as to rates, although they may 
thave been on the bills of lading when signed by the 
agent, were not upon the shipping orders prepared by 
complainant and transmitted to defendant, which pur 
ported to show complainant’s instructions as to routing. 

The Commission has recently held informally that 
when a shipper prepares a bill of lading providing for 
the carriage of property to a particular destination and 
marks a different «nd erroneous address on the package, 
the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the 
destination shown on the package, although the correct 
destination is shown on the bill of lading. We think 
that where the shipper desires to prescribe the route 
over which its property shall be transported, all of its 
instructions in that respect should be placed upon the 
shipping order given to the carrier as well as upon the 
bill of lading signed by the carrier and retained by the 
shipper; and that, in instances where the bills of lading 
and shipping orders are prepared by the shipper and the 
shipper notes upon the bill of lading certain instructions 
which it fails to note on the shipping order, the carrier 
cannot be held liable for misrouting if it complies with 
the instructions shown on the shipping order. It follows, 
therefore, that this complaint must be dismissed, and it 
will be so ordered. 


COMBINATION NOT AUTHORIZED 


CASE NO. 5025 (28 I. C. C. Rep., P. 402) 
MASON BROTHERS VS. SOUTHERN PACIFIC CO. ET 
AL. 


Submitted Oct. 16, 1912. Decided Oct. 7, 1913. 


Combination rate of $1.98 per 100 pounds charged for the 
transportation of three carloads of grapes from Lodi, Cal., 
originally consigned to Minneapolis, Minn., and at that 
point reconsigned to New York, N. Y., found not to have 
been authorized by defendants’ tariffs. Reparation awarded 
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on basis of the lawfully published rate of $1.15 per 100 


pounds. 

G. M. Steele for complainant. 

C. W. Durbrow for Southern Pacific Co.; Union Pacific 
Railroad Co.; Chicago, St. Paul, Minneapolis & Omaha 
Railway Co., and Western Pacific Railway Co. 


Report of the Commission. 
BY THE COMMISSION: 

Complainants, L. T. Mason and W. M. Mason, part- 
ners, under the firm name of Mason Brothers, are en- 
gaged in the fruit business at Lodi, Cal. By petition, filed 
July 20, 1912, they assail as unjust and unreasonable the 
charges collected by defendants for the transportation of 
certain carload shipments of grapes from Lodi, Cal., to 
New York, N. Y., and ask reparation. 

In September, 1911, complainants shipped three car- 
loads of grapes from Lodi, Cal., consigned to Minneap- 
olis, Minn., at which point they were reconsigned to New 
York, N. Y. Two of the cars moved via the Southern 
Pacific, Western Pacific, Denver & Rio Grande and Chi- 
cago, Rock Island & Pacific railways to Omaha, Neb., 
and thence via the Chicago, St. Paul, Minneapolis & 
Omaha Railway (hereinafter called the Omaha line), to 
Minneapolis. From Minneapolis they moved via _ the 
Omaha line and the Chicago & Northwestern Railway 
(hereinafter called the Northwestern), to Chicago, IIL, 
and thence via the Chicago & Erie and the Erie railroads 
to New York. The remaining car moved via the Southern 
Pacific and Union Pacific to Omaha, and thence via the 
Omaha line to Minneapolis. From Minneapolis to New 
York the movement was over the same lines that carried 
the other cars. Transportation charges were collected on 
each shipment at a combination rate of $1.98 per 100 
pounds, made up of a rate of $1.15 from Lodi to Min- 
neapolis, a rate of 18 cents from Minneapolis to Chicago, 
and a rate of 65 cents from Chicago to New York. The 
charges were based upon an estimated weight of 26,460 
pounds as to each shipment, or a total weight of 79,380 
pounds, and amounted to $1,571.73. There were also re- 
frigeration and other charges, which are not in dispute. 

The transcontinental tariffs in effect at the time the 
shipments moved to which all the defendants were parties, 
contained a rate of $1.15 per 100 pounds on grapes in 
carloads from Lodi to Minneapolis, which rate applied 
also to Chicago and to New York and other eastern 
points. Complainants contend that the charges collected 
were unjust and unreasonable to the extent that they 
exceeded charges that would have accrued at the rate 
of $1.15 from Lodi to New York plus the local rate of 
18 cents from Minneapolis to Chicago. 

The Southern Pacific and Western Pacific lines have 
expressed willingness to settle on the basis of complain- 
ants’ contention if authorized to do so. They insist that 
the Omaha and Northwestern lines are entitled to and 
should be allowed their local rate of 18 cents for the 
movement from Minneapolis to Chicago, which was neces- 
sary to put the shipments back in line of the direct route 
from Lodi to New York. 

The tariffs under which the shipments moved to 
Minneapolis contained a provision to the effect that 
shipments at rates named therein should be subject to 
terminal charges, privileges, and allowances provided in 
tariffs of the individual lines parties thereto, lawfully on 
file with the Interstate Commerce Commission. The re- 
consigning tariff of the Omaha line, in effect at the time 
the shipments moved, provided that fruits in carloads 
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might be “reconsigned to a point beyond in the same 
direction” on its own or connecting lines without addi 
tional charge. The tariff of the Northwestern authorized 
reconsignment of citrus and deciduous fruits in transit 
without charge to a point beyond, but provided that whey 
reconsignment involved a back haul the local rates tt 
and from the original destination should apply. 

The tariff which contained the joint through rate ol 
$1.15, as aforesaid, prescribed routing via the Southern 
Pacific to Ogden, Utah, or via the Southern Pacific and 
Western Pacific to Salt Lake City, Utah, but did nol 
name any definite routing beyond those points. Each of 
the shipments in question moved over one or the other 
of the routes designated as far as Ogden or Salt Laké 
City. 

The defendants contend that the joint through rate 
of $1.15 to New York and other eastern points contem-: 
plated a through movement over a direct route; that a 
diversion from the direct route, such as involved in this 
case, was not authorized; that the 18-cent rate from Min- 
neapolis to Chicago was established for the benefit of 
fruit shipments from west of the Missouri River, to be 
used in the event shippers should find the Minneapolis 
market unsatisfactory; and that the reconsigning tariffs 
of the Omaha and Northwestern lines cannot reasonably 
be held to authorize reconsignment to New York of Cali- 
fornia shipments destined to Minneapolis, unless the re- 
consignments be made while the shipments are on the 
direct line of travel from the point of origin to New York. 

It is not questioned that if the shipments had been 
originally consigned to New York the usual and natural 
route of movement would have been via the Northwestern 
from Omaha in direct line to Chicago, rather than the 
circuitous out-of-line movement via Minneapolis, which 
made the haul to New York about 265 miles greater than 
by the direct route. 


The controlling question in the case is whether tae 
tariffs of the Omaha and Northwestern lines authorized 
reconsignment at Minneapolis on the basis of the through 
rate to New York. Either complainants were entitled 
to the joint through rate of $1.15, or they were justly 
required to pay the combination rate. We find no tariff 
authority for application of the joint through rate plus 
the rate of 18 cents from Minneapolis to Chicago. 

A significant fact is that at the time the shipments 
moved the rate of $1.15 was blanketed to embrace points 
of importance from the Rocky Mountains to the Atlantic 
seaboard, including most points in Trunk Line and Central 
Freight Association territories. The immense territory 
covered by the blanket must be kept in view in consider- 
ing the reconsigning privileges granted by carriers parties 
to the blanket rate. To reach points within this vast 
territory frequent deviations from a direct line are re- 
quired, and it is but reasonable to regard such deviations 
as having been within the contemplation of the carriers 
in framing their reconsigning tariffs; otherwise uncer- 
tainty and confusion must result. 

Minneapolis is somewhat out of a direct line from 
Lodi to New York, but when the question of the scope 
of the reconsigning privilege is considered in connection 
with the extent and magnitude of the blanket rate under 
which it is applied we are constrained to hold that New 
York is “a point beyond in the same direction,” within 
the meaning of the reconsigning tariffs. Undoubtedly 
New York is in the same general direction from Lodi 
as Minneapolis. 

The tariffs of defendants provide for transportation 
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to points within the extreme limits of the blanket terri- 
tory, and, in order to give such tariffs and the reconsign- 
ing provisions in connection therewith reasonable inter- 
pretation, we think a point on the Atlantic seaboard, 
such as New York, must be considered as in the same 
direction from the Pacific coast as Minneapolis. We 
therefore hold that complainants’ shipments were entitled 
to be reconsigned at Minneapolis to New York without 
charge at the joint through rate of $1.15. No question 
as to the reasonableness of the tariffs is involved in the 
case, and we express no opinion upon that matter. 

Upon consideration of all the facts of record, we 
are of opinion and find that the rate of $1.98 per 100 
pounds collected on the shipments in question was not 
in accordance with the tariffs, and we further find that 
complainants have been damaged to the extent of the 
difference between the charges paid and charges that 
would have accrued if the lawful rate of $1.15 plus the 
refrigeration and other «charges, as to which there is 
no dispute, had been applied, and that complainants are 
entitled to awards of reparation against the Southern 
Pacific Co., Western Pacific Railway Co., Denver & Rio 
Grande Railroad Co., Chicago, Rock Island & Pacific 
Railway Co., Chicago, St. Paul, Minneapolis & Omaha 
Railway Co., Chicago & Northwestern Railway Co., Chi- 
cago & Erie Railroad Co. and Erie Railroad Co. in the 
sum of $439.24, with interest from Oct. 16, 1911, and 
against the Southern Pacific Co., Union Pacific Railroad 
Co.; Chicago, St. Paul, Minneapolis Omaha Railway 
Co., Chicago & Northwestern Railway Co., Chicago & 
Erie Railroad Co. and Erie Railroad Co. in th: sum of 
9219.62, with like interest. 

An order will be entered accordingly. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That defendants Southern Pacific Co.; 
Western Pacific Railway Co.; the Denver & Rio Grande 
Railroad Co.; the Chicago, Rock Island & Pacific Railway 
Co.; Chicago, St. Paul, Minneapolis & Omaha Railway 
Co.; Chicago & Northwestern Railway Co.; Chicago & 
Erie Railroad Co., and Erie Railroad Co. be, and they are 
hereby, authorized and directed to pay unto complainants, 
L. T. Mason and W. M. Mason, partners, doing business 
under the firm name of Mason Brothers, on or before 
Dec. 15, 1913, the sum of $439.24, with interest thereon 
at the rate of 6 per cent per annum from Oct. 16, 1911, 
as reparation on account of a rate charged for the trans- 
portation of two carloads of grapes from Lodi, Cal., to 
New York, N. Y., which rate so charged has been found 
to have been in excess of the published tariff rate, as 
more fully and at large appears in and by said report 
of the Commission. 

It is further ordered, That defendants Southern Pa- 
cific Co.; Union Pacific Railroad Co.; Chicago, St. Paul, 
Minneapolis & Omaha Railway Co.; Chicago & North- 
western Railway Co.; Chicago & Erie Railroad Co., and 
Erie Railroad Co. be, and they are hereby, authorized and 
directed to pay unto complainants, L. T. Mason and W. M. 
Mason, partners, doing business under the firm name of 
Mason Brothers, on or before Dec. 15, 1913, the sum 
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of $219.62, with interest thereon at the rate of 6 per 
cent per annum from Oct. 16, 1911, as reparation on 
account of a rate charged for the transportation of one 
carload of grapes from Lodi, Cal., to New York, N. Y., 
which rate so charged has been found to have been in 
excess of the published tariff rate, as more fully and at 
large appears in and by said report of the Commission. 


MIXED SAME AS STRAIGHT CARLOAD 


Case No. 5329 (28 I. C. C. Rep., P. 418) 
NEW ENGLAND ELECTRIC CO. VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO. 


Submitted March 10, 1913. Decided Oct. 7, 1913. 


Charges for the transportation of a mixed carload of wrought 
iron conduit pipe and fittings from Burr Oak, IIL, to Den- 
ver, Colo., found to have been unreasonable to the extent 
that they exceeded charges that would have accrued on 
basis of the rate applicable to wrought-iron conduit pipe in 
straight carloads. 


C. W. Durbin for complainant. 

W. F. Dickinson and Wallace T. Hughes for defend- 
ant. 

Report of the Commission. 
BY THE COMMISSION: 

The complainant is a corporation engaged in buying 
and selling electrical appliances, with principal place of 
business at Denver, Colo. Its petition, filed Nov. 29, 
1912, attacks as unreasonable and unjustly discriminatory 
the rate charged by defendant for the transportation in 
October, 1911, of one carload of wrought-iron conduit 
pipe and fittings from Burr Oak, IIl., to Denver, Colo. 


The shipment described in the petition appears to 
have originated at Harvey, Ill., and to have been han- 
dled in switch movement to Burr Oak. It consisted of 
46,000 pounds of pipe and 6,000 pounds of fittings. Burr 
Oak and Harvey are Chicago rate points within the Chi- 
cago switching district. The charges collected amounted 
to $281, based on a carload commodity rate of 50 cents 
per 100 pounds for the pipe and a less-than-carload fourth 
class rate of 85 cents per 100 pounds for the fittings. 
The contention of the complainant is that inasmuch as 
there was also a commodity rate of 50 cents on pipe 
fittings in straight carloads this rate should have been 
applied to the mixed carload, and reparation is asked on 
that basis. It is not alleged that the fourth class rate 
as applied to less-than-carload shipments of fittings is 
unreasonable. The sole question for determination is 
whether or not, in view of the maintenance of the same 
commodity rate for straight carloads of pipe and for 
straight carloads of pipe fittings and of the fact that 
under the Western Classification provision is made for 
a fifth class rate for wrought-iron pipe and fittings in 
straight or mixed carloads, defendant is justified in de- 
nying the privilege of mixing under the commodity rate. 

The chief difference between wrought-iron conduit 
and fittings and other wrought-iron pipe and fittings lies 
in the fact that the former are cleaned and enameled 
inside and out, whereas the latter are not. Both the com- 
modity rate and the class rate apply in general to various 
kinds of cast iron, wrought iron and steel pipe, and the 
same thing is true of the items covering pipe fittings. 
The commodity rates, however, are subject to a minimum 
weight of 46,000 pounds without the privilege of mixing, 
while the class rates are subject to a minimum weight 
of 30,000 pounds and mixed carloads are permitted. De- 
fendant contends that fifth class is the normal classifi- 
cation for pipe and fittings in Western Classification 
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territory; that the present fifth class rate of 67 cents 
per 100 pounds was established as a result of the deci- 
sion in Kindel vs. N. Y., N. H. & H. R. R. Co., 15 I. C. C., 
555, and that the action of the carriers in establishing 
the so-called low commodity rate of 50 cents on straight 
carloads of wrought-iron pipe and then extending the 
same rate to straight carloads of pipe fittings followed 
the publication of this class rate to apply on straight 
carloads of cast-iron pipe, for which in the past few 
years there has been a strong demand in the West in 
connection with public improvements, new water sys- 
tems and irrigation projects. It is urged that there is 
no general or great demand for the mixture; that such 
mixture would be unnatural and unusual, and that to 
now require the carrier to broaden the application of 
the commodity item to permit the mixture of two articles 
characterized as dissimilar would be to impose an un- 
warranted burden. 

That pipe fittings of various kinds are of greater 
value than pipe is established by the record, but this fact 
is of little value in this proceeding, for the reason that 
the same commodity rates are accorded both articles and 
both are classified alike. 

Defendant maintains that wrought-iron pipe and fit- 
tings are rarely, if ever, made at the same plant; that 
pipe, owing to difficulty in loading in and unloading from 
box cars, is ordinarily shipped in open cars, while fit- 
tings, which consist of smaller units, occupy less space 
and are easily stolen or lost, usually are, and always 
should be, loaded in box cars, and that for these reasons 
it would be unfair to require the carriers to mix with 
pipe in open cars at the same low commodity rate such 
articles as pipe fittings. Whether or not it be true that 
pipe and fittings are not usually manufactured at the 
same plants, we are confronted with the fact that in 
this instance the pipe and fittings were shipped from 
the same point of origin, and in a box car. Furthermore, 
neither the classification nor the tariff contains any re- 
strictions with respect to the kind of cars to be used. 

Investigation has disclosed that both in the East and 
in the West many tariffs, although providing the same 
class and commodity carload rates for pipe fittings as 
for pipe, restrict the application to straight carloads, 
while in many other instances the rates are published 
to apply on both straight and mixed carloads, a situation 
which suggests that to grant complainant’s prayer would 
not be to establish a new or anomalous condition. 

Reference is made by defendant to the decision in 
Commercial Club, Salt Lake City, vs. A.. T. & S. F. Ry. 
Co., 19 I. C. C., 218 [Traffic World, Oct. 29, 1910, p. 618], 
for the purpose of showing that the Commission has 
recognized pipe and pipe fittings as dissimilar, so far 
as transportation is concerned, and did not in that case 
authorize mixture of the two at the same carload rate, 
but prescribed a higher rate for fittings. It is true that 
in that case we did prescribe from Chicago to Utah 
common points a rate of 60 cents per 100 pounds for 
wrought-iron or steel, welded, seamless, or lock-bar pipe, 
carloads, minimum weight 40,000 pounds; and a rate of 
65 cents per 100 pounds for— 


Pipe fittings and connections, including clean-out fittings, 
cocks or valves, wrought, cast or malleable, or iron-body cocks. 
valves and pipe connections (the bodies and principal parts of 
which are iron, but having brass pieces or parts), screwed, 
flanged or with hub ends; also wrought-iron pipe bends, with 
or without cast-iron flanges; minimum carload weight, 30,000 
pounds. 


It is to be observed, however, that we also prescribed 
a rate of 60 cents per 100 pounds for— 
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Pipe, cast-iron and cast-iron connections for same; mini 
mum carload weight, 30,000 pounds. 

Furthermore, these were all included under the gen 
eral head of “articles of iron and steel;” our attentior 
was confined to general scales of class and commodity 
rates of wide scope, and there was no attempt to deai 
specifically with the relation between pipe and pipe fit 
tings. In Capital Electric Co. vs. B. & O. C. T. R. R. Co., 
26 I. C. C., 472 [Traffic World, April 12, 1913, p. 807], 
the Commission had under consideration rates from Har- 
vey, Ill., to Salt Lake City, and prescribed a rate of 75 
cents per 100 pounds to apply on enameled conduit pipe 
and fittings in carloads. 

We are not unmindful of the fact that the minimum 
earnings per car on basis of the commodity rate of 50 
cents and a minimum weight of 46,000 pounds exceed 
those at the fifth class rate of 67 cents, with minimum 
weight 30,000, but there is nothing in this record from 
which to determine the average loading of the articleg 
under discussion. 

Our examination of the record convinces us that the 
denial of the privilege of mixing at the same rate of 
wrought-iron pipe and fittings of the kind here involved— 
that is, fittings made of the same material as the pipe 
and without brass or bronze parts or pieces—results in 
the application of unjust and unreasonable rates. For 
the future defendant will be required to maintain for 
the transportation of mixed carloads of wrought-iron con- 
duit pipe and of fittings made of the same material, with- 
out brass or bronze parts or pieces, from Burr Oak, IIL, 
to Denver, Colo., a rate not in excess of the rate contem- 
poraneously maintained by it for similar transportation of 
straight carloads of the articles named. 

We further find that complainant made the shipment 
here involved in accordance with the above statement of 
facts and paid charges thereon at the rate herein found 
to have been unreasonable; but there are filed with the 
record invoices which show that deductions for freight 
allowances were made in settlement with the shippers 
and we are not convinced that complainant has suffered 
damages as claimed. The prayer for reparation is denied. 
An order will be entered in accordance with the findings 
herein announced. 





ORDER. 


This case being at issue upon: complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, notified and required to cease and desist, 
on or before Feb. 1, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, de- 
manding, collecting or receiving its present rates for the 
transportation of wrought-iron conduit pipe and of fittings 
made of the same material, without brass or bronze 
parts or pieces, in mixed carloads, from Burr Oak, IIL, 
to Denver, Colo. 

It is further ordered, That said defendant be, and 
it is hereby, notified and required to establish, on or 
before Feb. 1, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 to the Act to regulate commerce, and for a 
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period of not less than two years after said Feb. 1, 1914, 
to maintain and apply to the transportation of mixed 
carloads of wrought-iron conduit pipe and of fittings 
made of the same material, without brass or bronze parts 
or pieces, from Burr Oak, IIl., to Denver, Colo., a rate 
not in excess of the rate contemporaneously maintained 
for similar transportation of straight carloads of the 
articles named. 


FIVE CENT BEER REASONABLE 
CASE NO. 5498 (28 I. C. C. Rep., P. 425) 
EAST DUBUQUE SUPPLY CO. VS. ILLINOIS CENTRAL 

RAILROAD CO. 

Submitted July 23,°1913. Decided Oct. 13, 1913. 

Rate of 5 cents per 100 pounds on beer in carloads from Du- 
buque, Iowa, to East Dubuque, Ill., not found unreasonable. 
Complaint dismissed. 

W. B. Martin for complainant. 


A. P. Humburg for defendant. 
Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the sale of 
beer at East Dubuque, Ill. By petition, filed Feb. 3, 1913, 
it alleges that defendant’s rate of 5 cents per 100 pounds 
for the transportation of beer in carloads from Dubuque, 
la., to East Dubuque, Ill, is unreasonable. It seeks an 
order establishing a rate of 3 cents, and asks for repa- 
ration in connection with shipments made in 1911 and 
1912. 

Complainant’s stockholders and officers are prac: 
tically the same as the stockholders and officers of the 
Dubuque Brewing & Malting Co., located at Dubuque. It 
purchases beer in carload lots from the Dubuque Brew- 
ing & Malting Co. and sells in less-than-carload lots in 
the state of Iowa. 

The plant of the Dubuque Brewing & Malting Co. is 
on the tracks of the Chicago Great Western Railway in 
Dubuque. Complainant’s warehouse is on the tracks of 
the Illinois Central Railroad at East Dubuque. The dis- 
tance by rail between the two plants is about 3% miles, 
a part thereof being over a railroad bridge across the 
Mississippi River. The movement of a car of beer from 
the brewery to the warehouse requires the services of a 
switching crew of the Chicago Great Western, which de- 
livers it on the interchange tracks of the [Illinois Cen- 
tral: a switching crew of the latter road transports it 
through the westbound yard to the eastbound yard, 
where it is placed in a road train, by which it is deliv- 
ered at the warehouse. The actual movement of the car 
is given by defendant at 6% miles. The minimum weight 
attached to the rate is 24,000 pounds. The average 
weight of the shipments that moved in 1912 was about 
26,600 pounds and the heaviest car recorded weighed 
37,400 pounds. The charge on a minimum carload is 
$12; on an average carload, 26,600 pounds, $13.30, and on 
the heaviest car handled, $18.70. Defendant applies the 
seale of prices at which the beer was charged to com 
plainant by the brewery to an actual carload shipment 
which weighed 29,750 pounds, and shows that the gross 
value of the shipment was $1,094.50. 

In support of its contention complainant refers to a 
switching rate of $2 per car maintained by defendant on 
excelsior wood from Dubuque to East Dubuque. Defend- 
ant’s evidence is to the effect that this switching rate 
was established to enable the manufacturer at East Du- 
buque to meet competition; that it applies only to ship- 
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ments originating on a connecting line, and that it is 
therefore not a local rate, but a part of a through rate 
Defendant also calls attention to the fact that beer and 
excelsior wood are not competitive articles, and that th« 
value of an average carload of excelsior wood does not 
exceed $50. 

Both complainant and defendant submitted for pur 
poses of comparison fifth-class rates or commodity rates, 
in cents per 100 pounds, on beer across Mississippi River 
bridges as follows: 

Between— Rate 
Ciiméem, Gomes, mmd Mngt Climtom, Bihis.. cic cccccddccicciccss 3.0 
Davenport, Iowa, and Rock Island. Ill................ceeee. 3.1 
wt, Tigues, BEO., Ge Met Bt. Lieetin, Bi. oo oc cccccccccuccenes *2.0) 
OE TE ere Tr 4.9 
West Keithsburg, Iowa, and Keithsburg, Ill................ Te7 
Burlington, Iowa, and East Burlington, Ill...........2...... 5.4 
Keokuk, Iowa, and East Keokuk, Ill..................-....- 5.9 
Louisiana, Mo., and East Louisiana, Ill..................... 6.6 
Prairie du Chien, Wis., and North McGregor, Iowa........ 5 

*Commodity; effective from and to plants on terminal rai}l- 
roads only. 

The special bridge fare for passengers across the 
Dubuque bridge was before us in Railroad Commissioners 
of Iowa vs. I. C. R. R. Co., 20 I. C. C., 181 [Traffic World, 
Mar. 4, 1911, p. 380], in which we refused to condemn 
a fare of 30 cents as unreasonable. Excerpts from the 
record in that case were incorporated in the record in 
this case. We there found that the states of Illinois and 
lowa had assessed the bridge for purposes of taxation 
at $1,864,048; and the evidence in this case is that th: 
property of the Illinois Central in Iowa and Illinois is 
assessed for purposes of taxation at about $28,000 per 
mile. We said in that case that “by reason of the great 
cost of such structures, a bridge has been regarded more 
or less generally as adding a constructive mileage to 
the carrier’s line.” See also Edwards & Bradford Lum- 
eer te. WS CS RR. Sa GE: BR Ce, SE eX C93 
[Traffic World, Nov. 23, 1912, p. 802]. Dividing the 
valuation placed upon the bridge by the assessed valua 
tion of defendant’s lines in Iowa and Illinois, it appears 
that such valuation represents the assessed value of 66% 
miles of line. 

Under the distance scale prescribed by the state of 
lowa the fifth-class rate for 6 miles is 5.2 cents, and for 
5 miles or under, 4.9 cents. The traffic in this case 
involves two switching services besides the use of the 
bridge. No explanation is given of the forces that oper- 
ated to depress the rates across the bridges at Clinton, 
Davenport and Sabula below the rate of defendant, and 
nothing has been presented in this case to show that 
those rates should have greater weight in determining 
the reasonableness of the rate under attack here, if com- 
parisons alone were to govern, than higher rates at 
other crossings. 

The fact that there is a lower switching rate on 
excelsior wood is not sufficient to establish that th« 
rate on beer is unreasonable. The complaint must b« 
dismissed. It will be so ordered. 


ORDER ON EXPRESS RULES 





At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 4th day of November, A. D. 1913. 

CASE NO. 4198 
IN THE MATTER OF EXPRESS RATES, PRACTICES, 
ACCOUNTS AND REVENUES. 
CASE NO. 1280 
CALIFORNIA COMMERCIAL ASSOCIATION VS. WELLS 
FARGO & CO. 
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CASE NO. 1911 
M. S. KOHLBERG & CO. VS. SAME. 


CASE NO. 1916 
CALIFORNIA COMMERCIAL ASSOCIATION VS. SAME, 


CASE NO. 2175 
BENGT E. SUNDBERG VS. GREAT NORTHERN EX- 
PRESS CO. ET AL. 


CASE NO. 2176 
SAME VS. AMERICAN EXPRESS CO. ET AL. 


CASE NO. 2246 
SAME VS. WELLS FARGO & CO. 


CASE NO. 4302 
MEMPHIS FREIGHT BUREAU ET AL. VS. ADAMS 


EXPRESS CO. ET AL. 


SUPPLEMENTAL ORDER NO. 1. 


Good cause appearing therefor: 

It is ordered, That the order which issued herein 
July 24, 1913, be amended in the following particulars: 

In Appendix A to said order (the same being entitled 
“Uniform Rules, Receipt and Classification of Express 
Matter,’) substitute the following for paragraph c of 
rule 6: 

(c) Shipments delivered by local carrier to points beyond 
the defined delivery limits shown in the Official Directory of 
Delivery Limits will be subject to the additional charge of 
such local carrier; if consignee declines to pay the charge of 
such local carrier, the shipment shall be returned to the office 
of the express company for delivery to consignee. No charge 
for such attempted delivery shall be made. 

In said Appendix A substitute the following for para- 
graph b of rule 13: 


(b) When the value declared by the shipper exceeds the 
value of $50 on a shipment weighing 100 pounds or less, or ex- 
ceeds 50 cents per pound on a shipment weighing more than 
100 pounds, the charge therefor will be at the rate of 10 cents 
on each $100 of such excess value or for any fraction of $100. 
The amount of any C. O. D. bili for collection from a consignee 
shall be considered a declaration of the value of the shipment 
inless a greater value is declared. 


In said Appendix -A substitute the following for para- 


graph a of rule 14: 


(a) The letters “C. O. D.”’ and amount to be collected and 
the name and address of the shipper must be plainly marked 
upon each package with which a bill is sent to be collected on 
delivery, and a similar entry must be made on the waybill. 
Unless instructed by the shipper not to do so, the charge for 
collecting and remitting must be collected from the consignee. 


In said Appendix A substitute the following for para- 


graph ec of rule 16: 


(c) The weights of packages subject to this rule may be 
aggregated as provided in rule 11, but in aggregating such 
packages the minimum weights provided in paragraph (b) must 
be observed. 

In said Appendix A substitute the following for rule 
19: 

19. Commodity Rates: : 

Wherever commodity rates are established applicable to 
shipments of an article in stated quantities they remove the 


application of the classification rating on such commodity 
between the same points in such quantities. 


In said Appendix A substitute the following for rule 


Crated: 

“Crated,”’ as appearing in the classification, except as pro- 
vided in rule 16, means that all sides and ends of any article 
or machine so packed must be protected by wooden slats, 
nailed, screwed, or devetailed together and of sufficient strength 
0 hold the article so packed and to protect it from abrasion or 
damage when the same is handled and transported with the 
ordinary and usual care: when applied to live animals, live 
stock, live birds, means that they must be completely enclosed 
in a crate of sufficient strength to prevent the escape of animals 
or birds and to insure handling without damage to crate, con- 
tents or attendants before being placed in the car. 


In said Appendix A, in the classification therein con- 
tained, under the initial “Y” substitute the following: 


Te ee Ns wie cok a ckondeo sve aes baie codaGii ae oo cbbes ies 2 
Pound rates. Minimum charge, 35 cents. 
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Shipments of compressed yeast must be charged on thi 
basis of 20 per cent added to net weight, whether shipped 
with ice or not, unless actual gross weight is less at timé 
of shipment. 

Exception: The charge on small packages of yeast 
carried over the lines of one company will be 15 cents for 
one pound or less (gross weight) and one cent for eack 
ounce over 16, but the charge so made must not exceel 
second-class charge. 

Yeast empties (returned). (See Empties.) 


In Appendix B to said order (the same being entitleé 
“Directory of Express Stations’) change the block des 
ignations in said order as follows: 

Readville, Mass., being within the corporate limits of 
the city of Boston, Mass., change to block 754 M. 

Ashland Avenue, Austin, Burnham, Cragin, Dunning, 
Forest Glen, Hegewisch, Irving Park, Jefferson, Jefferson 
Park, Kensington, Mont Clare, Morgan Park, Norwood 
Park, Rogers Park, South Chicago, Washington Heights 
and West Pullman, all being within the corporate limits af 
the city of Chicago, Ill., change to block 838 B. 

Carrel Street Station, Linwood, Oakley and Pendeto» 
Shop, all being within the corporate limits of the cits 
of Cincinnati, O., change to block 1041 O. 

Newburg, O., being within the corporate limits oa 
the city of Cleveland, O., change to block 844 F. 

Aqueduct, Brooklyn, Bushwick Junction, Corona, Eas, 
New York, Elmhurst, Flatbush, Long Island City, Morris 
Park, Ozone Park, Richmond Hill, Woodhaven Junctioi 
and Woodside, all being within the corporate limits o! 
New York City, change to block 952 A. 

Allens Lane, Bustleton, Carpenter Station, Chelten- 
ham, Chestnut Hill, Fox Chase, Frankford, Germantown, 
Holmesburg, Manayunk, Mount Airy, Oak Lane, Olney, 
Queen Lane, Sedgwick, Shawmount, Somerton, Summer: 
dale, Tacony, Torresdale, Tulpehocken, Upsal and Wis- 
sahickon, all being within the corporate limits of the city 
of Philadelphia, Pa., change to block 1050 D. 

Allegheny City, Pa., being within the corporate limits 
of the city of Pittsburgh, Pa., change to block 946 I. 

Anacostia, Bennings, Chesapeake Junction, Langdon 
and University Station, all being within the District of 
Columbia, change to block 1148 D. 

Forest Hill, North Newark and Woodside, all being 
within the corporate limits of the city of Newark, N. J., 
change to block 951, H. 

In said Appendix B to said order (the same being 
entitled “Directory of Express Stations”), on page 59 of 
said order, under the heading “New York,” for “Walworth 
A 684 P” substitute “Walworth Station, A 648 P.” 

In Appendix D to said order (the same being Rate 
Table II, showing sub-block tariffs), on page 1011 of 


said order in sub-block tariff from block 1219 to block 


1218, in the vertical columns under the initials A, F, G 
and H, wherever the figures “42” now appear, substitute 
the figures “31.” 

In said Appendix D to said order, on page 1054 of 
said order in sub-block tariff from block 1616 to block 
1615, in the vertical column under the initial “P,’ oppo- 
site the initial “N,”’ substitute the figures “47” for the 
figures “37.” 

It is further ordered, That a copy of this order be 
served upon each of the parties to these cases. 


SHREVEPORT ORDER EXTENDED. 


Under date of November 10, the Commission on No- 
vember 17 further extended the effective date in the 
Shreveport case (No. 3918) to February 1 from Decem- 
ber 1. 


fA RARE ON Ct TE NRE ACNE EN ME A GRE Nh SIRE Rt RS OE EE NE ONC. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


RELATIONSHIP OF CLASS RATES 


Editor Trarric WorRLD: 

The proposed 5 per cent advance in rates having 
been suspended, why not face squarely the issue and 
see if there are any other ways of securing advances, 
and at the same time so distribute the burden of trans- 
portation tax that it will bear more evenly upon all 
commodities than it now bears under our present rate 
structure? Viewing our present rate structure as a 
whole, is there any consistency or uniformity to it? Can 
it not be improved? 

While there is much discussion and difference of 
pinion regarding the actual cost of transportation, may 
we not work out some adjustments based on the relative 
cost of transportation, i. e., the relative cost of handling 
yne commodity as compared with another? To this end, 
suppose we start with a rate suitable to carry our sixth- 
‘lass traffic. Now we know sixth-class traffic will load 
bn an average 40,000 pounds per car (more rather than 
less). We also know, or investigation will develop, that 
less than 10,000 pounds is the average load per car of 
ess carload freight of all kinds. While this maximum 
may be exceeded between great terminals like New York 
and Chicago, averaging the load to all points, and again 
in this average including way cars working between 
smaller points, the average will fall below 10,000 pounds. 
Now if this be true, is a class rate basis that shows 
the first class less than four times sixth class defend- 
able? Grading intermediate classes so that difference 
between each class is the same or greater going from 
sixth to first would seem to establish a more defend- 
able scale than any basis now in effect. Having estab- 
lished this scale of six classes (eliminating rule 25 and 
26), it could seemingly be maintained without change, 
regardless of locality. A class rate basis should be 
flexible and suitable to all localities, and could this not 
be accomplished by varying the mileage distances be- 
tween groups, increasing the distance for a decrease in 
rates and decreasing the distance for an increase in 
rates? 

The attached table shows in detail the idea. 


High Rates Low Rates 
Spread Distance Distance Spread 
Miles. Miles. Class Rates Miles. Miles. 
a 5 12 10 8 6 4 3 6 a 
5 10 16 13 10 7 5 4 15 9 
5 15 20 16 13 10 7 5 27 12 
10 25 24 19 14 11 S 6 45 18 
10 35 28 22 17 12 9 7 70 25 
15 50 32 25 19 14 10 8 110 40 
20 70 36 29 22 16 12 9 170 60 
30 100 40 32 24 18 13 10 250 80 

5 145 44 36 28 21 15 11 350 100 
65 210 48 39 30 22 16 12 450 100 
90 300 52 41 31 23 17 13 
100 400 56 45 35 26 19 14 
100 500 60 46 36 27 20 15 
100 600 64 51 40 30 22 16 
100 700 68 54 41 31 23 17 
100 800 72 57 44 33 24 18 
100 900 76 60 46 35 26 19 
100 1,000 80 64 50 38 28 20 
100 1,100 84 68 53 40 29 21 
100 1,200 88 70 65 42 3 22 


100 1,300 92 74 58 44 32 23 
100 1,400 96 77 60 46 34 24 
100 1,500 100 80 63 48 35 45) 


Comments and suggestions will be most welcome. 
W. K. Sanderson, G. F. A., Main Central. 
Portland, Me., Nov. 17, 1913. 


EXPRESS SERVICE AND EXPRESS RATES 


The National Association of Railway Commissioners 
has issued a call for a meeting on express matters at 
Chicago, on December 11. At the recent annual meeting 
of the National Association of Railway Commissioners a 
Committee on Express Service and Express Rates was 
provided for, to be composed of one member from each 
state commission, and the special topic assigned is the 
question of some uniform method of stating intrastate 
express rates. The order of the Interstate Commerce 
Commission upon the same subject goes into effect on 
Feb. 1, 1914, unless again suspended. 

In its call the Association says that the application 
of interstate rates, as ordered by the Federal Commis 
sion, makes it important to determine promptly whether 
the scales and rates there stated can be applied to state 
business, and also states that if there is to be uniformity 
as to interstate scales and rates there appears to be no 
reason why there should not be similar uniformity as to 
intrastate rate; that is, as far as the general plan is 
concerned. The shorter haul may require special excep- 
tions, but the attempt is to agree upon a general plan. 
The express companies will be asked to appear by rep 
resentatives at the conferences of the committee, and 
submit full and detailed statements concerning business. 
They have signified their desire and intention so to do. 
The chairman of the committee of the National Associa- 
tion of Railway Commissioners is the Hon. Martin §S 
Decker, chairman of the Public Service Commission of 
the second district of New York. 





THE TRAFFIC SERVICE NEWS BURBAI 
Colorado Building, Washington, D. ( 

The federal grand jury in the southern division of the 
Hastern District of Tennessee, on November 14, returned 
two indictments, one of five counts against the Lumber 
Products Co., and one of five counts against G. H. 
Evars Lumber Co., for violating section 10 of the Act 
in connection with transit abuses. 

These indictments are of interest because they were 
prepared with a view to prosecuting shippers for sub 
stitution in transit in cases where there was no collusion 
on the part of the carrier. 

At the time of shipment from the. transit point 
the shipper presented with the outbound shipping order, 
reshipping certificate representing that the outbound ship 
ment was the same that came in a specified car, which 
was not the case. 

This representation enabled the shippers to secure 
transportation from the transit point at the balance ol 
the through rate, whereas the local outbound rate should 
have been assessed. 
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MANUFACTURERS’ RAILWAY CASE 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Another section of the Manufacturers’ Railway case 
was laid before the Commission on Thursday in the form 
of a reargument granted on the application of the rail- 
road and the shippers it serves. Former Secretary Nagel 
appeared for the railway company and former Solicitor- 
General Lehmann for the shippers along its rails. W. A. 
Colston of the Louisville & Nashville was put forward 
by the carriers to resist the application of the railway 
and the shippers for a return, by the Commission, to its 
original position, that the Manufacturers’ Railway is a 
common carrier, and, as such, is entitled to joint through 
rates in connection with the trunk lines entering St. Louis. 


In a broad way Mr. Lehmann, who opened the case, 


argued that unless the Commission reverses its reversal 


it will be in the position of disregarding the spirit of 
the decision made by the courts in the Sherman anti- 
trust suit against the Terminal Association, in which 
they directed the Terminal to either dissolve, or to cancel 
the agreement whereby no trunk line: other than those 
holding stock in the Terminal Company, or lessee lines, 
shall be permitted to enter St. Louis without the con- 
sent of all the proprietary and lessee lines, and the 
contract or agreement whereby the fourteen lines agree 
to use the tracks of no other Terminal Company. Mr. 
Lehmann contended that if the Commission forbids the 
trunk lines making through routes and joint rates, then 
the monopoly of transportation designed by the trunk 
lines and their subsidiary company, which the courts 
have declared to be unlawful, will be just as effective 
after the cancellation of the restrictive contracts or agree- 
ments as before the courts acted. 

Mr. Lehmann insisted that it is the duty of the Com- 
mission to’ look into the facts and afford the shippers 
of South St. Louis as good transportation service as the 
trunk lines and their Terminal Company afford to manu- 
facturers and shippers in the northern part of the city. 
He said that the ownership of the rails constituting the 
Manufacturers’ Railroad is nothing to the independent 
brewers and other shippers who use the facilities. They 
are interested, however, in the fact that under the order 
of the Commission they are forced to pay $2 per car 
more for getting their goods in and out of St. Louis 
than those who use the terminal company owned by the 
trunk lines. 

Judge Clements asked Mr. Lehmann if he did not 
recognize any difference between the terminal company 
owned by the trunk lines, in which the sums set aside 
for payment to the terminal company is in effect the 
taking of money from one pocket and putting it in the 
other. 

“There is no difference between the Terminal and 
the Manufacturers’ company,” asserted Mr. Lehmann. 
“The trunk lines have bonded the Terminal Company so 
that there is no hope of dividends on the stock. All the 
money taken in by the Terminal company goes to the 
bondholders, and unless the trunk lines own those bonds 
the money does not go from one pocket to the other. 
The Anheuser-Busch people might have furnished the 
money to finance the work of the Terminal company, in 
which event the earnings, in the form of interest on 
the money so furnished, would go into the pockets of 
the men who own the brewery, the product of which 
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moves over the rails of the trunk lines that organized 
the Terminal company. 

“That the Anheuser brewery is located upon the rails 
of this Manufacturers’ Railroad does not condemn it. 
That industry is entitled to equal treatment with others. 
It is not to be favored by reason of its magnitude, and 
it is not to be discriminated against for that reasons.” 


“The service rendered by a railroad company, whether 
line or terminal, is a cartage service, by improved meth- 
ods,” said the former solicitor-general, who, when the 
government began its anti-trust prosecution of the ter- 
minal railroad, was its attorney, and is therefore familiar 
with the facts. “The policy of the law is to eliminate, 
not the cartage service, but the cart. It is to bring the 
new facilities, wherever feasible, to the door of the 
shipper. That one shipper substitutes railroad for team 
service, even though the railroad service is his own, does 
not bar him from having that service independently ren- 
dered, any more than he would be barred from having 
his haul to market undertaken by an independent railroad 
company, although originally he has himself built that 
railroad. Here it is true that if the owners of the brewery 
had not built the brewery, they would not have built 
the tracks, and the tracks originally built may have been 
of service only to the brewery, but the facts have changed. 
It is this changed situation that we must face.” 

In closing, he said that section three of the act is 
violated by the carriers in nearly every detail in this 
situation. There is in their usage and practice discrimi- 
nation against the shippers on the Manufacturers’ Rail- 
road and against South St. Louis as a locality, and there 
is discrimination against the Manufacturers’ Railway itself. 

Mr. Colston, in his argument, took the position that 
carriers may be required under the law to extend their 
spurs to industries, but they may not be required to ‘ex- 
tend their lines beyond the points to which they wish to 
go. He said that the 100-foot haul upon which the order 
of the Commission allows the Manufacturers’ Railway to 
collect $2 a car cannot be performed by the trunk lines 
for less than 10 cents. He pointed to the record, where 
the cost is shown to be 9.8 cents. That assertion caused 
the Commissioners to sit up and take notice. Mr. Marble 
observed that that was less than the road haul cost per 
mile. He wanted to know whether, on such an admission 
it would not be hard for the L. & N. or some other car- 
riers to justify their charges at terminals. Mr. Colston 
pointed out that the cost of a little less than 10 cents 
was not for a mile haul, but merely for 1,000 feet beyond 
the exchange tracks of the line carriers and the Manu- 
facturers’ Railway and referred only to that part of the 
movement after the draft of cars had been pushed up 
to that point. He argued for the position taken by the 
Commission when it reversed its former ruling. 

“The suggestion that there is any public dependence 
upon the Manufacturers’ Railway is a fiction,’ declared 
Mr. Colston. “The service performed by it is a plant 
service and nothing more.” 

Former Secretary Nagel made the closing argument 
in behalf of the Manufacturers’ Railway Co. He went 
into the history of that organization at considerable 
length for the purpose of showing that the brewing in- 
terest which constructed it was forced to practically go 
into the railroad business because the trunk lines made 
no effort worth mentioning to serve shippers in the 
southern part of St. Louis. 

“If a shipper cannot be a stockholder in a terminal 
company,” he said, “we might as well turn over to the 
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Terminal Association all of the business of St. Louis and 
permit it to say when, where, and what industries may 
be developed.” 


The trunk lines argue that the Manufacturers’ Rail- 
road is not a terminal at all, yet its business amounts 
to 70,000 cars per year. To me that looks like a very 
close approach to a respectable terminal business. While 
the traffic for the brewing interest that owns the rail- 
road has shown a normal increase of 10 per cent, the 
traffic carried for independent shippers has increased 
more than 100 per cent. In one month in 1909 the Manu- 
facturers’ Railway handled 180 cars; for the correspond- 
ing month of this year it handled 1,845. 


“We are told that the independent shippers can be 
accommodated just as well without the Manufacturers’ 
railroad; then why are they not accommodated? The 
service of the Manufacturers’ Railway in every respect 
is better than that of the Iron Mountain in South St. 
Louis. They argue that the Terminal Association can- 
not be expected to develop a competitor. We are not 
asking them to. We merely ask to be allowed to live.” 

Mr. Nagel said, “that the Manufacturers’ Railway has 
recently purchased the St. Louis & O’Fallon Railroad; the 
coal rate to St. Louis via that road is 52 cents, and of 
that the Terminal Association gets 20 cents.” As Mr. 
Nagel construes the Commission’s latest opinion, the 
Manufacturers’ Railroad would be required to deliver coal 
to shippers on Terminal Association lines at 52 cents 
per ton, while shippers on its own line in St. Louis would 
be required to pay an additional charge. He said that 
it was strange that the Manufacturers’ road enjoyed reg- 
ular allowances for years while it was regarded as merely 
a switching road, but now, that it has become a common 
carrier and an independent terminal, the allowances 
should be withheld. 

In closing, Mr. Nagel said that in his opinion 
the situation could be met if the Commission but followed 
the opinion of the Supreme Court in the Terminal Asso- 
ciation anti-trust case. 


ILLINOIS GRAIN RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Arguments were made on November 14, in the I & S. 
Docket, that has been made up on the proposed increases 
in rates from the Illinois grain fields to the eastern sea- 
ports and to St. Louis and Ohio River crossings, espe- 
cially with regard to local rates to St. Louis and the 
specific to Chicago. 

A. P. Humburg, W. J. Brown and W. C. Collin made 
the presentation for the carriers, W. R. Bach for the 
Illinois Grain Dealers’ Association and Charles Rippin 
for the Merchants’ Exchange of St. Louis. 

In a broad way of speaking, the railroads maintain 
that the rates from Illinois are lower than from either 
the territory to the west or the wheat areas to the east 
of them; that there is a sag in the line made by the 
grain rates from the fields in the West to the markets 
in the East and the crossings of the Ohio. Mr. Humburg 
in particular said that, in view of the increasing cost of 
everything used by the railroads, the immense increase 
in the values of the grain lands of Illinois and the im- 
mense appreciation in the price of corn, which he said 
represents two-thirds of the volume of the business, the 
traffic can bear an increase of 4% per cent on the 
through rates. 
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Messrs. Bach and Rippin chose to regard the in- 
creases to St. Louis and Chicago as increases in the 
locals. Mr. Bach argued that there should not be any 
increase on such prime necessities of life as grain while 
less remunerative rates are left untouched. Mr. Rippin 
said that, while the rates to Chicago might be increases 
in the through rates to the East, there is no ground for 
saying anything of the kind with regard to the increases 
to the St. Louis market. He said that an increase from 
6 to 7 cents for the haul from fields to the markets is 
an increase of 16 2-3 per cent, so far as St. Louis is con 
cerned. He went further, and contended that the rates 
already in effect at St. Louis are unreasonably high, and 
that to further increase them would be merely adding to 
the discrimination. 

In reply to that, Mr. Humburg said that the grain 
moving to St. Louis is generally a back haul for any- 
thing that is taken from the Illinois field and entails a 
greater service than if it were hauled to Chicago or to 
the junctions with eastern lines outside of Chicago. He 
said the Illinois Central would be glad to take the grain 
to the junctions outside of Chicago instead of hauling it 
to that point, but the men who buy grain insist upon 
having it sent to Chicago. 


BLACKSTRAP HEARING 


THE TRAFFIC SERVICE NEWS BRrer’' 
Colorado Building, Washington, D. C 


A complicated situation came before Examiner Rhyn- 
der Monday morning in the hearing on I. & S. No. 329, in- 
volving molasses rates from Mobile. The railroads carry- 
ing from that port are in a snarl among themselves, owing 
to the fact that the Mobile & Ohio has made a rate of 
15 cents on “blackstrap” molasses, used in the manu- 
facture of mixed feeds, from Mobile to St. Louis. No 
blackstrap is produced at Mobile, so that the rate, when 
used from that port, would in effect be an import rate 
made to enable the commodity to be brought from Cuba, 
the duty paid, and used in competition with blackstrap 
from Louisiana sugar factories and beet sugar slops from 
Ohio and Michigan mills. 

The rate was to have gone into effect on September 
29. The Illinois Central, Louisville & Nashville and 
Nashville, Chattanooga & St. Louis protested, charging 
that the rate, which they would be forced to meet, would 
be confiscatory. One of the feedmen in attendance at the 
hearing jocularly remarked that the protesting railroads 
had accused the Mobile & Ohio of everything except 
arson and kidnapping. 





The suspension having been made at the request of 
the competing railroads, the situation was that they had 
to place R. V. Taylor, vice-president of the M. & O. in 
charge of traffic, and C. U. Snyder of Mobile, who ar 
ranged to have blackstrap imported through Mobile, on 
the stand to fight the protest they had made againsi 
allowing the low rate to go into effect. Mr. Taylor testi 
fied, in answer to questions from F. B. Bowes, vice-presi- 
dent of the Illinois Central, R. V. Fletcher of the sam: 
company, D. M. Goodwyn of the L. & N., S. R. Prince, th: 
attorney for his own road, and W. E. Lamb, attorne) 
for feedmen, that the rate was put in in a sort of tentativ: 
way, because there is not now any blackstrap imported 
from Cuba, although it has been obvious to the feedme! 
that the sugar mills in this country will not be abl: 
to get enough of the sweetening they put into thei 
mixtures from the mills in this country. 
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Mr. Snyder was grilled by the attorneys and traffic 
nen of the L. & N. and Illinois Central. They asked him 
f he had not received their letters, long before he went 
into Cuba, in which they said they know of no principle 
in rate-making that requires an import rate to be lower 
han the domestic. They tried to show that he had no 
ight to expect a 15-cent rate and that all their corre- 
with him indicated that they could not see 
iny reason for cutting the 21-cent domestic rate from 
New Orleans, especially in view of the fact that the mill- 
men themselves were admitting that they could not get 
enough blackstrap to supply their needs from the domestic 
mills. Mr. Snyder denied, in every way he knew how, the 
intimation that he had gone to Cuba and to the mill men 
saying that he could get a 15-cent rate from all the car- 
The protesting railroads tried to show that the 
mill men who relied on the talk about a 15-cent rate 
were not taken into the full confidence of Mr. Snyder, 
who, they tried to show, knew that he could not get them 
to join the Mobile & Ohio in grading that 15-cent rate 
or extending it to points on the railroads of the objectors. 

At the Tuesday’ session, Vice-President Bowes, 
Charles Barham, general freight agent of the Nashville,, 
Chattanooga & St. Louis, and Haiden Miller, traffic 
manager of the Mobile & Ohio, were placed on the stand. 
The general trend of the testimony of the two first men- 
tioned was that the rate made by the Mobile & Ohio, if 
allowed to become. effective, will require a general re- 
adjustment of rates on not only blackstrap, but every 
other form of liquid sugar, from the mills in Louisiana. 
Inasmuch as the adjustment must be downward, it means 
a serious loss of revenue for carriers from the Louisiana 
mills, 

To break the force of that contention, the respond- 
ents and the intervening feed mill men placed Mr. Miller 
on the stand. S. R. Prince, who conducted the examina- 
tion of Mr. Miller, led him to say that he did not tell 
Mr. Snyder that the Mobile & Ohio would make the 15- 
cent rate in advance of his going to Cuba to see whether 
it would be possible to increase the supply of blackstrap 
from the Cuban mills at a price warranting the feed 
mill men to buy it. That was said in answer to the in- 
timation, broadly running all through the examination 
of Mr. Snyder, that he went to Cuba with positive knowl- 
edge that the Mobile & Ohio would make the 15-cent 
rate, and that he was able therefore to “scalp” the mar- 
ket, knowing that when the time came he would be able 
to ship on a 15-cent rate, while those who had not made 
contracts with him would be forced to pay the 21-cent 
rate, in effect from Louisiana mills, none of which, how- 
ever, are located at New Orleans, the point from which 
the rate is in effect. 

Mr. Miller said the 15-cent rate is a reasonable one 
and will add materially to the revenues of the Mobile & 
Ohio, which makes rates from New Orleans only in con- 
nection with other carriers, having no rails to that city. 
He said in answer to one of Mr. Prince’s statements 
that the Mobile & Ohio get a division of 9.4 cents on 
blackstrap from Louisiana, turned over to it at Meridian, 
Miss., which is 135 miles from Mobile. 

Mr. Miller expressed the belief that the Mobile & 
Ohio will fare better under a 15-cent rate on blackstrap 
from Mobile to St. Louis than it does on a 9.4 cent divi- 
sion on blackstrap from Louisiana points carried from 
Meridian to St. Louis. He flatly denied giving Mr. Snyder 
any advance information, saying that there was no talk 
about the rate at the time Mr. Snyder interviewed him 


spondence 


riers, 
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about facilities at Mobile, the rate question being left 
open for consideration after Mr. Snyder had found out 
whether he could get blackstrap in Cuba in quantities 
and prices making its transportation possible. 


SUSPENDED TARIFFS 


By an order entered November 11 in I. & S. Docket 
No. 337, the Commission suspended from November 15 
until March 15 the operation of supplement No. 15 to 
L. & N. tariff I. C. C. No. A-11499. 

This tariff contains schedules by which it is proposed 
to effect increases, ranging in amount from 3 to 7 cents 
per 100 pounds, in rates for the transportation of prod- 
ucts of cottonseed oil, C. L., from New Orleans, La., and 
Gulfport, Miss., to Ohio River and certain other points 
north thereof. For example, the present rate on cotton- 
seed foots or tank bottoms from Gulfport to Louisville 
is 19 cents, and the proposed rate is 22 cents per 100 
pounds. 


October 17, in I. & S. Docket No. 287, the Commis- 
sion further suspended from November 29 until May 29 
items in Hosmer’s supplement No, 20 to I. C. C. No. A-334, 
supplement No. 20 to I. C. C. No. A-347 and supplement 
No. 19 to I. C. C. No. A-364. 

These items contain substantial advances in rates 
on iron and steel articles, C. L., including old and new 
rails, steel crossties and other articles of that nature, 
between Chicago, Peoria and other points east of the 
Mississippi River and Des Moines, Ia., Sioux City, Ia. 
Sioux Falls, S. D., and other points west of the Mis- 
sissippi River; they were originally suspended from Au- 
gust 1 until November 29. 


November 18, in I. & S. Docket No. 339, the Com- 
mission suspended from November 20 and December 5, 
respectively, until March 20 schedules in supplement No. 
1 to Northern Pacific I. C. C. No. 5432 and supplement 
No. 4 to Chicago, Milwaukee & St. Paul I. C. C. No. 
B-2680. 

Carriers proposed by the suspended schedules to 
withdraw present commodity rates applicable to cement, 
Cc. L., from Mason City, Ia., and other points to points 
in Minnesota and North Dakota located on the Northern 
Pacific Railway, class rates to apply on and after the 
effective dates thereof. This would result in material 
increases; for example, the present rate from Mason City 
to Fargo, N. D., is 17 cents per 100 pounds, and the pro- 
posed class rate is 28 cents per 100 pounds. 


November 15, in I. & §S. No. 338, the Commission 
suspended from November 19 until March 19 Missouri, 
Kansas & Texas Supplement No. 4 to I. C. C. No. A-3849. 

There are published in this supplement increased 
rates on soft coal, C. L., from Fleming Mine and West 
Mineral, Kan., to South Coffeyville, Noxie, Wann., Dewey, 
Bartlesville and Ayetla, Okla. 

The present rate from and to the points in question 
is 45’cents per ton of 2,000 pounds; the proposed rate 
is 77 cents per ton of 2,000 pounds; the increase is 32 
cents per net ton. 


Nov. 14, in I. & S. No. 316, the Commission vacated 
that part of its order of September 29, in so far as it 
relates to the Southern Railway, as modified by its or- 
ders of October 7 and November 4, pertaining to class 
and commodity rates from Virginia Cities to Atlanta, Ga., 
and other points. 
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WILL OPPOSE RATE ADVANCES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


So far as can be learned now, the Pittsburgh Coal 
Co. is the only large shipper that has already made deep 
preparation to combat the application of the carriers for 
the 5 per cent increase in rates. It is presumed that 
the first hearing on Monday, November 24, will develop 
other big shippers’ plans, but, as before set forth, the 
coal company mentioned is the first of the big shippers 
to definitely show its hand. 

It is reported, and there is reason to believe, that 
Louis D. Brandeis will undertake to extend and bring 
down to date the statistical tables prepared by Frank 
Lyon in the 1910 advance rate hearings, which are sup- 
posed to have furnished warrant for the Commission 
denying that application. Those tables showed the aver- 
ages for ten years, and one of the strongest arguments 
made against the allowance of the advance was based on 
the showing that the price of commodities used by the 
railroads were less in 1910 than the average for the ten 
years preceding. In other words, the cost of living for 
the carriers in that year was less than the average for 
the ten preceding. The ten preceding included 1907, of 
course. That year marked the highest points in the 
rise of commodities used by the railroads. 

It is assumed, although not positively known, at the 
Commission that the railroads will use the monthly re- 
ports of revenue and expenses prepared by the Commis- 
sion, itself to show the need of rates that upon the pres- 
ent volume of business will put more money into the 
pockets of the carriers. They make the strongest show- 
ing, so far as the ordinary lay mind is concerned, be- 
cause, while the volume of business is not showing any 
decrease, it is not growing as it has been, while the 
cost of transportation 1s showing a steady climb, thereby 
bringing the ratio of operating expense to income to an 
uncomfortable figure. 





ON THE FIVE PER CENT ADVANCE 


The Chicago Association of Commerce announced on 
November 19 the resolutions adopted by the freight 
traffiC committee, expressing the association’s position 
with regard to the proposed 5 per cent advance in the 
interstate rates in the territory known as the Official 
Classification territory. These are as follows: 

Whereas, The railroads in the so-called Official Classi- 
fication territory filed a petition with the Interstate Com- 
merce Commission to reopen the so-called General Rate 
Advance Case (heard and decided adversely to the car- 
riers about two years ago), to the end the carriers in 
said territory be permitted to advance all interstate 
rates 5 per cent; and, 

Whereas; Said petition has been denied and in lieu 
thereof the Commission will proceed to a general inquiry 
into the subject, and, 

Whereas, The Freight Traffic committee of the Chi- 
cago Association of Commerce has held many meetings 
to consider and determine their attitude respecting the 
question, which they recognize as of great importance 
to the members of the association, the carriers, as well 
as the public at large; now therefore be it 

Resolved, That the attitude of this committee is as 
follows: 

First. The committee is in sympathy with the plan 
of having the question adjudicated by the Interstate Com- 
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merce Commission, that body to determine from th: 
facts the necessity for said proposed advance and th: 
reasonableness of the rates to be established thereby) 
The committee look upon this proposed advance in th: 
all-rail rates as experimental. If the benefits arising 
therefrom are mutual and of a permanent nature, th: 
increase may be justified. If, on the contrary, the result 
are not permanent, and a request for another increas: 
in rates follows, it will demonstrate that advances in 
rates do not meet the issues involved, nor provide 
remedy for existing conditions. 

Second. The committee especially invites the Com 
mission’s attention to the fact that the movement to- 
wards higher transportation charges in Official Classifica 
tion territory has, in the past, fallen to an undue and 
unreasonable extent upon the rail-and-lake rates. If the 
claim of the carriers be conceded that increased cost of 
operation, taxes and a return upon additional capital 
justifies some increase in all-rail interstate rates, ws 
respectfully submit that such claim cannot and does not 
apply to the rail-and-lake rates, which have been ad 
vanced three times since 1900 (a total of approximately 
11 per cent) without any change in the all-rail rates, 
which fact not only debars the claim that a fixed rela 
tion exists between the all-rail and rail-and-lake rates 
that requires them to be similarly changed, but estab- 
lishes the further fact that traffic moving under these 
rates has already contributed in full measure to any 
reasonable advance. We therefore are irrevocably op 
vosed to any advance in the present rail-and-lake rates. 
Be it further 

Resolved, That a copy of this resolution be sent to 
the Interstate Commerce Commission. 


OIL MEN TO FIGHT RATE ADVANCE 


Although there is as yet no definite indication as 
to the source from which the principal opposition to the 
proposed eastern rate advance will come, it is plain from 
the preliminary movement that there will be strong op- 
position from the oil interests. The Independent Pe 
troleum Marketers’ Association and the National Pe- 
troleum Association have filed a protest against the pro 
posed advance and will take an active part in the hear 
ing. It is understood that the position of the petroleum 
people is based upon the following statement: 

In the tariffs carrying the advance the railroads, in 
so far as petroleum and its products are concerned, ad- 
vanced the class rate 5 per cent and then took 90 per 
cent thereof, instead of advancing the present 90 per 
cent of fifth class rate 5 per cent. The difference hap 
pens to favor the oil shippers, in that in making the 
present rate the railroads dropped small fractions, so 
that a 5 per cent advance on the present rate would b: 
less than 90 per cent on the new fifth class rate. The 
advance, therefore, as far as petroleum is concerned, is 
more than 5 per cent, and it is said to be 10 per cen 
in some cases. 

The associations referred to represent that petroleum 
and its products are common necessities of low valu: 
and move in large volume, and are sold upon small mar 
gins of profit. That any advance in the cost of trans 
portation either has to be added to the final cost to th: 
consumer, or dealers who distribute by tank wagons wil! 
be forced out of business, thereby lessening competitio! 
in these commodities. 

It is also stated that the members of the associatio! 
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re compelled to provide themselves with tank cars to 
rnish to the carriers, and that the compensation is not 
ificient to cover the cost of repairs and maintenance. 
is also alleged that the cost of crude petroleum pro- 
iced within Official Classification territory has greatly 
creased the price, and there has been no corresponding 
ncrease in the market price of the refined products. The 
sual claim is made also that the rates have been in effect 
or a period of six years last March and have been relied 
pon in the making of contracts, and it is suggested 
that the proposed increase is the result of concerted 
iction, and is an unlawful agreement on the part of de- 
ndant. 


ORDERS OF THE COMMISSION 


The Commission has entered a reparation order in 
No. 5317, the J. K. Gill Co. vs. Oregon-Washington R. R. 
& Nav. Co. et al., the sums involved being $38.62 and 
$172.87. 


On motion of the complainant, the petition in No. 
1789, J. W, Leavitt’s Co. vs. Chicago, Milwaukee & St. 
Paul, has been dismissed. 


The 
vacation 


Commission, as of November 10, ordered the 
of I. & S. No. 267, involving Texas-Colorado 
rates, the order to be effective November 17. 


The Commission has decided to reopen I. & S. No. 
227, Kansas-Iowa brick rates, and its order of October 
13 is to continue in effect pending reconsideration. 


The Commission has granted leave in No. 6166, Sub 
No. 1, Alabama Chemical Co. vs. Mobile & Ohia et al., 
to amend the petition. 


November 10 the Commission suspended from No- 
vember 19 to March 19 Grand Trunk Ry. System G. T. L. 
W. I. C. C. No. A-1609, carrying proposed advances on 
bituminous coal. 


date of the Commission’s order in 
(California-Nevada lumber rates) 
January 1. 


The effective 
I. & §S. No. 235 
postponed to 


has 
been 


Leave to intervene in No. 6180, Kansas City Board 
of Trade vs. St. Louis & San Francisco, has been granted 
to the "Omaha Grain Exchange. 

5861. Red Bank Mills vs. 
et al. Claim satisfied. 

5870. St. Mathews Produce Exchange Co. vs. L. & 
N., on motion of complainant, without prejudice. 


5516. 


Pennsylvania R. R. Co. 


Butcher Folding Crate Co. vs. Michigan Cen- 
tral et al. Complainant failed to appear. 

5796. W. A. Plummer Mfg. Co. vs. Atchison, Topeka 
& Santa Fe. Upon motion of complainant, it no longer 
having any interest in the allegations of its complaint. 

5858. Hinsch-Briscoe Coal Co. vs. 
Complaint satisfied. 

5489. Macon (Ga.) Freight Bureau Chamber of Com- 
merce vs. Macon, Dublin & Savannah et al. Upon motion 
of all parties. 

4696. Charles Boldt Co. vs. Chicago, Rock Island & 
Pacific et al., and Same vs. Chicago, Burlington & 
Quiney et al. 


Vandalia et al. 
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5504, 5505, 5583, 5587, 5667, 5813, 5836 and 5992. Con- 
solidated under the title In the Matter of Rates on Bi- 
tuminous Coal from Points in Virginia, West Virginia, 
Kentucky and Tennessee to Points in Virginia, North 
Carolina, South Carolina, Georgia and Florida, No. 6324 
on the formal docket. The schedules involved suspended 
to March 19. 


SOUTH DAKOTA JOINT RATES 


The Board of Railroad Commissioners of South 
Dakota has put into effect a series of regulations govern- 
ing joint rates over two or more connecting lines in 
that state. The rules are in effect from November 1, 
and are as follows: 


Section A. 


On traffic moving between stations on similarly 
classified lines (A, B or C), wholly under South Dakota 
Distance Tariff No. 1 or South Dakota Distance Tariff 
No. 2. 


I. General Rules. Joint rates shall be made on all 
shipments, carload and less than carload, moving wholly 
within the state of South Dakota over two or more lines 
of railway on basis of not to exceed 80 per cent of the 
sum of the local rates of each of the carrying lines, 
except as provided in Item II. 


II. Minimum Rates. If the application of the 80 
per cent joint rate rule on traffic moving locally east 
of the Missouri River, as described in Item I, makes 
the joint through rate less than 105 per cent of the 
continuous mileage rate for the total distance from 
point of origin to destination, then 105 per cent of the 
continuous mileage rate will be the minimum rate; pro- 
vided, however, that this exception will not apply on 
traffic moving locally west of the Missouri River, nor 
on traffic moving between points east of the Missouri 
River and west of the Missouri River. 


Ill. Switching Lines. On carload traffic passing 
over two or more lines of railway, the joint rate shall 
apply only in connection with the carriers having the 
line haul, and shall not apply to the carrier performing 
a switching service only. 


IV. The joint rate herein provided for shall not 
apply on traffic handled between stations on such lines 
as the Chicago & Northwestern Railway Co.; Chicago, 
St. Paul, Minneapolis & Omaha Railway Co.; Pierre, 
Rapid City & Northwestern Railway Co., and Pierre & 
Ft. Pierre Bridge Railway Co., where distance tariff 
rates are now maintained on a continuous mileage basis. 
Where traffic is handled jointly by such lines with other 
carriers, the joint rate shail apply. 


V. Switching Charges. At points where lines have 
direct track connections, no switching charge shall be 
assessed. Where transfer is made via intermediate line, 
the switching charge may be added to the rate. 


VI. Routing Less-Than-Carioad Freight. Less-than- 
carload freight shall be routed via junction at which 
transfer facilities are available, affording the lowest 
basis of rates and charges, unless otherwise directed by 
shipper. 


VII. Transfer Charges on Less-Than-Carload Freight. 
The actual cost of drayage between depots at transfer 
points, if such service is actually performed, may be 
added to the joint rate. Where the same depot is used 
by the carrying lines, or where transfer of shipments 
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is made in transfer car, there shall be no transfer charge 
assessed. 

VII. Minimum Charge. The minimum charge for 
a single shipment moving over two or more lines wholly 
east of the Missouri shall not exceed 40 cents. 

On shipments moving between stations west of the 
Missouri River or between stations east and west of 
the Missouri River, the minimum charge shall not ex- 
ceed 80 per cent of the existing minimum charge and 
in any event shall not exceed 75 cents. 

Section B. 

Traffic interchanged between stations east and west 
of the river (handled under South Dakota Distance Tariff 
No. 2, or jointly under South Dakota Distance tariffs 1 
and 2): 

IX. Rules I to VIII, inclusive, except Rule II, will 
apply in connection with traffic interchanged between 
points east and west of the Missouri River moving under 
South Dakota Distance Tariff No. 2, or under South Da- 
kota Distance tariffs Nos. 1 and 2. On such shipments 
the flat 80 per cent rule will apply, subject to the mini- 
mum of not less than 105 per cent of the continuous 
mileage rate under South Dakota Distance Tariff No. 1. 

X. On traffic moving between stations east and west 
of the Missouri River (under Distance Tariff No. 2 or 
Distance tariffs Nos. 1 and 2), if a combination of locals 
on the Missouri River as per Distance Tariff No. 2, and 
the application of the 80 per cent rule on the factors 
east and west of the Missouri River shall make a lower 
through charge than would be obtained by the applica. 
tion of the 80 per cent rule under Distance Tariff No. 
2 basis through, then the lower basis will be applied, the 
minimum rate in such case to be not less than 105 per 
cent of the continuous mileage rate from point of origin 
to destination on basis of distance tariff No. 1. 

XI. The special commodity rate on emigrant mov- 
ables contained in South Dakota Distance Tariff No. 2 
need not be further reduced by the application of the 80 
per cent rule. On a shipment handled jointly under that 
special commodity rate and the regular classification, 
under Western. Classification, of class A or B basis 
of Distance tariffs No. 1 or 2, the carrier handling under 
the class A or B basis shall be required to apply 80 per 
cent of its local rate. 

Section C. 

On traffic interchanged between the lines designated 
in classes A, B and C, the regulations contained in rules 
numbered I to XI, inclusive, except rules II and X, will 
apply. The minimum rate in connection with such traffic 
will be 105 per cent of the continuous distance rate on 
basis of schedule of rates contained in Distance Tariff 
No. 1 for class A roads. 


INDICTED FOR MISDESCRIPTION. 

On Nov. 10, 1913, the American Thermos Bottle Co. 
pleaded guilty in the southern district of New York to 
two counts for attempting to misdescribe freight, and 
was fined $200 on each count. This corporation was 
recently indicted on five counts for attempting to ship 
insulated jacketed bottles, some of which were nickel- 
plated, as glass bottles, and secure a rate of 18 cents 
instead of the lawful rate in effect of 23 cents. 


United States Circuit Judge Sanborn on October 27 
filed in the federal District Court in St. Louis an order 
permitting the receivers of the St. Louis & San Francisco 
Railroad to issue receivers’ certificates to the extent of 
$10,000,000 for the payment of preferential claims. 
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FREIGHT RATES AND LOCATION 
Consideration of Influence of Freight Rates upon 
the Location of Industries 


By ARTHUR B. HAYES, Washington, D. C.* 





When a manufacturing institution, a producing plant 
or a- distributing agency is to be located, one of th: 
first and prime considerations controlling the location 
that of freight rates. If it is a manufacturing or produ 
ing plant there are ordinarily two rates to be take: 
into account: First, if the plant is to be placed distan' 
from the source of the raw material, the rate on thi: 
raw material to the point of manufacture, and, second 
the rate on the manufactured product to the markets 
There must also be considered in this connection th: 
question whether the proposed location, from the rat: 
standpoint, is best nearer the market or nearer the raw 
material, or if there be more than one raw materia! 
which one. Into every such investigation and determina 
tion the rate question necessarily enters, and in the 
great majority of cases is the dominating and controlling 
factor. No business enterprise either in the line ol 
manufacture or distribution, is established in these days 
of fierce commercial competition, without a careful stud) 
of freight rates and classifications from every possible 
angle, for in many lines of business the difference in 
freight rates alone, as between different possible o: 
feasible locations, marks the difference between profit 
and loss, or marks the exact measure of profit. An im 
provident location very often spells disaster and failure, 
just the same as improvident, self-forced or illegitimate 
competition between carriers causes either disaster or 
the recoupment of the losses so occasionad by highe: 
rates along the carrier’s line where rates should be 
normal, thus causing the innocent and _  well-located 
shipper to suffer loss because of the business folly ot 
railway managers. 

Throughout that portion of the business world en 
gaged in production or distribution there is no more im 
portant element tending toward success or failure than 
that of transportation facilities or rates. So important 
is that element, so powerful in its influence upon manu 
facture and commerce, upon the prosperity of individuals, 
cities and sections of country, that many years ago 
after long agitation, the Congress of the United States 
began the construction of a law regulating and control! 
ing railway and other transportation facilities doing ubsi 
ness from one state into or through another state. The 
original Interstate Commerce Law, passed in 1887, has 
been many times amended and strengthened, always 


with the purpose of securing greater protection to the 


shipper from unjust and unreasonable rules, rates and 
regulations which it was possible for great and com 
bined railway corporations to make and enforce to thé 
great detriment and damage of one shipper or com 
modity in favor of another shipper or community. Unrea 
sonable and discriminatory rates and preferential rule: 
and regulations had grown up in this country to a! 
alarming extent, and the smaller shipper or weaker com 
munity had no redress except by expensive and vex 
atious litigation under the common law. 

The great carrier systems of the country were nol 
wholly to blame for the situation that made congressiona 
legislation and national control a necessity, for in fac! 


*Address delivered before the Eastern Fruit Growers’ Asso 
ciation, Baltimore, Md., November 19, 1913. 
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November 22, 1913 


many of the far-sighted railway managers of that time 
welcomed such legislation. But a good share of the 
blame rested upon the shippers themselves—principally 
the larger shippers, who sought to make abnormally 
large profits at the expense of their weaker competitors 
or drive out competition altogether by compelling the 
carriers to give them preferential rates. 

Thus has grown up the great Interstate Commerce 
aw—the two chief objects of which are to secure to 
the shipper reasonable rates and to both shippers and 
communities freedom from unjust discriminations. This 
law has proven to be of incalculable value to the ship- 
ping public and to the country at large, and it must be 
said in all fairness that the carrier systems of the coun- 
try are apparently trying to carry out the spirit and 
letter of this law as interpreted by the Interstate Com- 
merce Commission and the courts. 

As might be expected, there are many differences 
between shippers and carriers as to what are reasonable 
rates in specific instances, and as to what constitutes 
unjust discriminations between shippers and between 
communities; but one of the most commendable, most 
practical features of the Commerce law is that provision 
creating the Interstate Commerce Commission, a body 
of men of intelligence, experience and integrity, who de- 
vote their entire time and ability to the consideration 
and settlement of these differences of opinion. 

Now I am not one of those who believe that all 
freight rates of to-day are, in and of themselves, too 
high. On the contrary, I am of the fixed opinion that 
many of them are too low. I further believe that as a 
general proposition the railroads of the country should 
be allowed to have larger gross earnings in order that, 
along with greater economy in management, they may 
be able to declare larger dividends or put by larger sums 
for betterments and extensions. I have reached this 
general conclusion after years of intimate association 
with railway problems from the standpoint of a lawyer 
who has made it his business to represent the shipper 
before the Interstate Commerce Commission and the 
courts. The time devoted to this paper will not allow 
me to discuss the reasons for this view, but I must say 
to you I fully believe that in these days of advanced 
prices of the commodities carried, of the increased cost 
of living which makes higher wages an imperative jus- 
tice, the carriers should be able not only to share in 
the increased prices, but to be able to pay their employes 
the increased wage to which they are certainly entitled. 

But while I believe that the gross income of the 
carriers should be allowed to reach a somewhat higher 
level, I also know that many individual rates are excess- 
ive and unreasonable and unjust to the shipper. It has 
so far been impossible to reduce rate making to a sci- 
entific basis, although this great problem has had the 
most earnest attention for many years of the brightest, 
most experienced men both in and out of the railway 
service. This is the greatest problem which confronts 
the carriers of to-day. But when one considers the tens 
of thousands of articles which are the subject of inter- 
State transportation, the varying distances they are 
hauled, their different values, the relative volume in 
which they move, the density of tonnage enjoyed by 
the various carriers in different sections of the country, 
the relative degree of risk involved in the transportation 
of these thousands of articles, the difference in the cost 
of building, maintenance and operation of roads in dif- 
ferent parts of the country, the proper relationship of 
rates on similar articles moving between different points, 
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the proper proportion of the entire transportation burden 
which should be borne by each class or commodity, the 
competition between different lines of railway, the com- 
petitive influence of canal, lake, river and coastwise 
transportation and many other elements which must be 
dealt with in constructing a system of rates which will 
give sufficient revenue to maintain operations and pay 
proper dividends and yet not bear too heavily upon any 
one article of commerce or any one locality—when all 
these things are considered one can appreciate the diffi- 
culty of constructing a rate system or making even a 
Single rate, and can also appreciate the reason why rate 
making has not been reduced to an exact science. 

Outside of those particular rates which are unreason- 
able per se the greatest legitimate complaint which 
shippers have to-day is as to discrimination between 
competing localities and against certain articles, although 
the latter discrimination resolves itself very largely into 
a question of the reasonableness of the rate in con- 
troversy. 

Now transportation facilities and reasonable and non- 
discriminatory rates are of as great concern and impor- 
tance to the farmer or fruit grower as to the manufac- 
turer or wholesale merchant. For the time has come 
when the tiller of the soil is engaged not only in plow- 
ing and sowing and reaping, but in conducting a business 
enterprise to which should be, and can be, applied busi- 
ness methods. True, the fruit grower has not the same 
latitude in the selection of his business location as men 
engaged in other lines of business, for fruit land, like 
gold, is where you find it, and it cannot be moved to 
take advantage of transportation facilities, competition | 
or rates. Hence it is true, both from a business stand- 
point as well as from the standpoint of common honesty 
or morals, that the transportation companies should give 
to the fruit grower, and especially a fruit-gorwing sec- 
tion, the same rate consideration which they would give 
a manufacturer who was dickering for rates prior to 
making his location. Of course, the rates themselves will 
vary according to the kind of fruit produced, and the dis- 
tance to market, just as the manufacturer’s rates would 
differ according to the character of his product and the 
length of the haul. The general farmer has greater 
latitude than the fruit grower in his selection of loca- 
tion, for land in almost any section, by proper cultiva- 
tion and fertilization, can be made the equal of other 
lands in producing capacity. When the fruit grower, 
however, finds land especially adapted to his purpose 
by reason of elevation, exposure, soil and air drainage 
and basic constituents, he improves that land without 
especial regard to transportation facilities. Hence na- 
ture has placed him at a disadvantage as to transporta- 
tion and rates, compared with the manufacturer, who 
can allow his location to be controlled primarily by 
transportation facilities and rates. And for this reason 
the fruit grower is more largely dependent for these 
facilities and rates upon the sense of fairness and justice 
of the railway traffic manager, or, these failing, upon 
the protection afforded him under the law as admin- 
istered by the Interstate Commerce Commission. 


It is one of the fundamental principles recognized in 
rate making that an increase in the volume of business 
in any particular line, other elements of risk, mileage, 
stowing capacity, etc., remaining the same, justify lower 
rates and, of course, larger facilities. From a purely 
transportation standpoint a carrier can haul a carload of 
apples at about the same cost as a half carload and can 
haul ten carloads at very little more cost than five car- 
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loads. So that the slight additional cost of hauling the 
ten cars may well be, and is, apportioned among the 
ten cars instead of placing the five-car cost on the origi- 
nal five cars and hauling the other five cars for approxi- 
mately nothing, thus cheapening the general rate applied 
to the transportation of the entire tonnage. But, of 
course, another legitimate element of rate making, viz., 
the value of the service to the shipper, comes into con- 
sideration, modifying to a considerable extent the result 
or rate which would be obtained if the transportation 
cost were alone considered. 

But the general point I make is this, which is uni- 
versally recognized, that a considerable increase in ton- 
nage, other elements remaining the same, justifies a 
lower rate, and the greater the increase in tonnage the 
lower the rate down to a certain fair percentage of profit 
over the cost of transportation. This principle goes both 
to the reasonableness of a rate itself and also bears 
strongly upon the matter of discrimination as between 
different producing sections. 

This principle is one of the fundamental reasons why 
the apple growers of the states of Maryland, Virginia, 
West Virginia, Pennsylvania and Delaware recently in- 
stituted an action against the carriers for a modification 
of the rates on apples from the producing sections of these 
states to their markets in the South, west and southwest 
sections of this country. This action attacks the rea- 
sonableness of the present rates and also alleges that 
the fruit growers in these producing sections are dis- 
criminated against in favor of our producing neighbors 
to the north. It is never my habit to try my cases in 
the newspapers or in the public forum, and hence I shall 
discuss this case no further than to say that your case 
was brought after long deliberation, through study of 
the rates and with the full belief that you had right and 
justice on your side. 

From every standpoint the growing of apples in this 
and surrounding states ought to be carried on more 
successfully than in any other section of the country. 
We all know of the success of commercial apple growing 
in Oregon, Washington and Idaho, but their market is 
comparatively small at home, the oriental is not a great 
apple consumer, and if our western friends attempt to 
reach our market or the English or European markets 
they have a freight handicap of something like 50 cents 
per bushel. 

But we are facing a new condition, for when the 
Panama Canal is finished we will feel the force of com- 
petitive water competition, for properly equipped steam- 
ers can go from Seattle or Portland down the Pacific 
through the canal and reach the ports of New Orleans, 
Jacksonville, Charleston, Savannah, Norfolk and Balti- 
more, and through these ports to the interior markets, 
carrying apples at much less than the present all-rail 
rates across the continent. And I notice recently that 
the western fruit grower has already commenced to make 
his arrangements for flooding our market and the southern 
market through this cheap transportation. 

This approaching condition makes it exceedingly nec- 
essary for the apple growers of these states to look more 
closely than ever to many details. In other words, to 
apply business methods and put their industry upon a 
sound business basis. Two principal things must be 
looked after: First, the matter of rates for transporta- 
tion services; second, the study and adoption of the most 
approved, most successful methods of production. In 
this matter two things are of prime importance: First, 
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organization along several lines, and, second, the use o 
care, constant attention, good judgment and business meth- 
ods in selecting varieties, planting, pruning, scraping 
cultivating, fertilizing, spraying, picking, sorting, wrapping 
storing, marketing, and in the disposition of what th: 
manufacturer would call the by-product, viz., the app): 
which cannot be marketed at the top price. Some of th 
largest and most successful industries in this count: 

would go into absolute bankruptcy in sixty days if the 

did not utilize every pound of by-product. 

Why should not the farmer and the fruit grower 
adopt the same methods which have made other great 
business enterprises successful? It must not be forgotten 
that in this age of the world farming and horticulture 
are lines of business just the same as selling dry good: 
or manufacturing stoves. 

Fruit growers need better organization, more prac 
tical organization, not only in the matter of exchange 
of ideas and experiences, but in the handling of the crop, 
the extermination of insect pests, the regulation of the 
varieties planted to meet the indicated future demand, as 
well as in the marketing of the fruit and co-operative 
disposition of the by-products. There is also much work 
to be done, which can only be done through organization, 
in the educational line, as to the value of the apple as a 
healthful, nutritious food, looking toward the creation of 
a still larger demand. 

This immediate section is destined within a few years 
to be the greatest apple producing section of the world 
for reasons I have heretofore mentioned, and hence the 
advisability and necessity for thorough organization and 
the application of business methods all along the line. 
In connection with the marketing of the crop, are the 
questions of the proper or best packing for attractiveness 
and transportation, the proper cultivation and fertiliza- 
tion for color, flavor or size, co-operative refrigerated 
warehousing, and many others which will suggest them- 
selves to’ the practical man who makes his business a 
business. 

The transportation question is already being looked 
after in part. With the best location and the best trans 
portation facilities in the country, we are entitled to the 
full benefits therefrom. Many of your present rates were 
made when the production of apples in this region was 
very small and were evidently based on other rates from 
a region of heavy production, the present heavy volum: 
of tonnage having not been anticipated. Hence yout 
present disadvantage is caused by the failure to rearrange: 
the rates to correspond with increased production. And 
this failure to rearrange rates was caused largely b 
your own lack of effective organization and close atte: 
tion to business details. 

There was sent out from this region last year near! 
30,000 cars of apples, which at the minimum car weigh! 
of 24,000 pounds weighed 720,000,000 pounds, or 4,500,00' 
barrels. Even an average reduction of five cents per 
hundred pounds on this tonnage would mean a saving t' 
producer or consumer of $360,000 per year. The nickel 
count. As has been so often said, “Take care of th: 
pennies, and the dollars will take care of themselves.” 

The apple industry is a great and growing industr) 
But with the enormous increase of production, the con 
ing active competition from the Pacific coast and activ 
competition from other regions, the necessity is apparen 
for the application of close business methods in matter 
of transportation first, and in the lines of physical care 
education of the people, and financial results in marketing 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau, 


In this department we shall answer simple questions retat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring Immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The 
Colorado Bullding, Washington, D. C. 


Tariff Rules, and Not Special Contracts Governing Passes, 
Control, 

Utah.—‘“An agent of a railroad company issued a live- 
stock contract permitting three men to ride free, while 
tariff provides that only two are entitled to free trans- 
portation. Three men rode from point of origin to des- 
tination and consignee refused to pay for the extra fare 
for the reason that he had taken the question up with 
the agent and was informed that three men were entitled 
to free transportation on a contract signed and delivered 
to him by the agent to that effect. I will be pleased to 
have you advise, in your opinion, who should be held 
responsible, and if collection should be made from the 
consignee.” , 

The matter of free transportation is controlled and 
regulated entirely by law and not by private contract 
between carriers and shippers. The United States-Su- 
preme Court has held that private contracts cannot justify 
a violation of the Act. Section 1 of the Act to regulate 
commerce prohibits the issuing of free passes, except to 
certain described classes, in which is included caretakers 
of live stock, poultry, milk, fruit, etc. This transportation 
may be in the form of free passes or reduced fares, but 
in any event it must be the same for all under like cir- 
cumstances and must be published in the tariffs govern- 
ing the transportation of the commodity. If, therefore, 
the ecarrier’s tariffs governing the shipment of the live 
stock in question provided that only two caretakers would 
be entitled to free transportation, then the carrier cannot 
be held responsible for the agent’s act in contracting to 
transport them free, and collection for the third passenger 


can be lawfully made of the consignee at the full fare. 
* a * 


Traffic Service Bureau, 


Carriers Not Obligated to Transport Free Property for 
*" County Fairs. 

Chicago.—“‘We are informed that, by virtue of an 
Interstate Commerce Commission Ruling, cattle shipped 
to county or state fairs for exhibition purposes must be 
returned on free billing, freight charges being assessable 
in one direction only, and I would like to be informed in 
the premises and given reference to such ruling. We 
have a case in hand in the shipment of cattle. This ship- 
ment was returned, and we were called upon for freight 
charges for the return movement.” 

Section 22 of the act gives carriers the right to 
transport traffic to or from fairs and expositions, for ex- 
hibition thereat, free or at reduced rates, if they see fit 
to do so. But the Commission has no power under the 
law to require free or reduced rates in such instances. 
Metropolitan Paving Brick Co. vs. A. A. R. R. Co., 17 
I. C. C., 197. In Rule 311, Conference Rulings Bulletin 
No. 6, the Commission, in construing Section 22 of the 
act, held that a carrier may carry free or at reduced 
rates for county authorities, and that for such transpor- 
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tation it is not necessary for carriers to provide tariff 
rates or regulations. 
ok * * 
Perishable Freight Moving on Regular Local Trains. 

Louisiana.—‘“A car of perishable freight at A, a point 
on the B. C. Ry., destined to D, a point on the E. F. Ry., 
was loaded on Sept. 6, 1913, and bill of lading tendered 
to the agent at A at 2 p. m., but the agent refused to 
sign the bill of lading, stating that he could not sign it 
until the next local train day, which would be September 
8, the carrier not having a local train on Sunday, Septem- 
ber 7. The railroad, however, had a through freight 
train on Sunday, September 7, on which they could handle 
the shipment, but on account of the refusal of the agent 
to sign the bill of lading on September 6, shipment did 
not move until Monday, September 8. Please advise if 
the carriers have a right to refuse to sign bills of lading 
when tendered, as in this case, thereby causing shippers 
considerable inconvenience and also damage, account of 
the perishable nature of the shipment?’ 

As the unconditional acceptance of goods for trans- 
portation by a railroad from that moment fixes its lia- 
bility as a common carrier, it has the power to make 
reasonable regulations governing the manner and place 
in which it will receive and transport the same, and it 
is not bound to depart from its ordinary and usual mode 
of business in receiving and transporting goods for car- 
riage. A carrier, on receiving perishable goods for trans- 
portation, is bound to forward it to its destination imme- 
diately, but it cannot be said as a matter of law that 
the shipment must be made on the first train leaving 
after the property has been delivered for transportation. 

Some states have by statute endeavored to regulate 
the question as to the time when a carrier must transport 
perishable freight, but we know of no statutory law thereon 
in Louisiana. These regulations are to the effect that 
carriers of perishable freight should furnish refrigeration 
service, but that where the carrier’s station is not prop- 
erly equipped to hold perishable freight, it could refuse 
to accept the same, except on the day that its refrigerator 
cars run, unless the shipper desired to forward the same 
at his own peril. 

oe ea ca 
Carrier Need Not Ordinarily Notify Consignor Concerning 
a Straight Shipment. 

Wisconsin.—“In April, 1912, we sent some goods to a 
party in Mississippi, subject to delay on account of floods. 
On consignee’s request three tracers were sent. In August 
consignee advised goods are at destination with excessive 
charges, and requested us to have these made reasonable 
and he would accept them. Starting in September, four 
letters and numerous personal requests wére made to car- 
riers for information concerning this. No information 
was received until March, 1913, too late to effect delivery. 
It now develops that the shipment arrived promptly, 
consignee was notified and the shipment was sent to St. 
Louis in November, 1912. 

“What we would like to know is this: Does the car- 
rier’s liability as carrier or warehouseman, cease until 
the shipment is delivered to consignee? If not, are they 
not required to give us, as agents: for the consignee, the 
information requested within a reasonable length of time? 
Would their failure to do so be sufficient grounds for 
filing claim on the basis of conversion?” 

If the shipment was what is known as a “straight” 


consignment, that is, from a certain shipper, as consignor, 


to a certain purchaser, as consignee, then upon the safe 
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arrival of the goods at destination point within a reason- 
able time, and proper notice thereof given the consignee, 
the railroad company ceases to be liable as common 
carrier, and becomes a mere warehouseman. See section 
5 of the Uniform Bill of Lading. As such, unless the laws 
of Mississippi expressly declare the contrary, it was not 
required to give you, as the consignor, any notice or in- 
formation in relation to the condition or whereabouts of 
the shipment. Refer to answer to “Florida,” entitled 
“When Does a Carrier Become a Warehouseman?” ap 
pearing on page 757 of the Oct. 25, 1913, issue of THE 
TRAFFIC WORLD. 


* * * 
Carload Shipment Moving at L. C. L. Rate. 


New York.—“Is a shipment of a full carload of any 
commodity that is listed in the L. C. L. column only of 
the Official Classification a carload or a less-than-carload 
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shipment, and has any rule been laid down by the Inter- 
state Commerce Commission to govern in such a case?’ 

The Commission has hesitated to require the estab- 
lishment of carload rates where none exist. If the norma! 
unit of the shipment is the carload, as in coal, ore, lum- 
ber, etc., it is, of course, a public benefit to secure fo: 
all the lower carload rate, and the Commission, in such 
instances, will not hesitate to require the carrier to fix 
a minimum carload weight and rate. But if the cus 
tomary traffic has a less unit than a carload and ordinary 
shipments are by the ton or bale or hundredweight, the 
effect of a newer and lower carload rate is to give an 
advantage to the large shipper—a discrimination the 
Commission has not encouraged, even though its first 
result is to secure lower rates to the larger shipper, less 
cost to the carrier, and, in its encouragement to freight, 
to increase the carriers’ revenues. Kindel vs. B. & O. 
R. R. Co. et al., 11 I. C. C., 495. 


Docket of The Commission 


Note.—Iitems in the Docket marked with an asterisk (*) are 
new and have not been carried in the pub!/'cation during the 
preceding week. 


November 22—Milwaukee, Wis.—Special Examiner Carmalt: 
6080—Emore-Benjamin Coal Co. et al. vs. C. & O. Ry. Co. 
et al. 
November 24—Pittsburg, Pa.—Special Examiner Carmalt: 
1. & S. 248—Emlenton, Pa., petroleum rates. 


November 24—Washington, D. C.—Special Examiner Gerry: 
5840—Merchants & Mfrs. Assn. of Baltimore vs. Cape Charles 
R. R. Co. et al. 
5623—Dixie Mfg. Co. vs. Balto. C. & A. Ry. Co. et al. 
6783—E. Richards vs. Norf. Sou, R. R. Co. 
5809—Camden Iron Works et al. vs. Sou. Ry. Co. 
November 24—Harrisburg, Pa.—Special Examiner Henderson: 
oe Pa. Lumber Co, vs. Tionesta Valley R. R. Co. 
et a 
§962—S. A. Sharon vs. Cumb, Valley R. R. Co. et al. 
November 24—Muskogee, Okla.—Special Examiner Butler. 
ne ee a Gibbons Grocer Co. vs. St. L. & S. F. R. R. 
o. et al. 
6072—Bass & Harbour Co. vs. Mo., Okla. & Gulf Ry. Co. et al. 
6073—Payne, R. T., vs. Gt. Nor. Ry. Co. et al. 
6074—Muskogee Wholesale Grocer Co. vs. St. L. & S. F. R. R. 
Co, et al. 
November 24—Hearing at Washington, D. C.: 
5860—Revenues of rail carriers in Official Classification Tarr. 
|. & S. 333—Rate increases in Official Classification Terr. 


November 25—Muskogee, Okla.—Special Examiner Butler: 
Fourth Section Application No. 1548. 


November 25—Pittsburg, Pa.—Special Examiner Henderson: 
5326—Monack Bros. vs. P. R. R. Co. et al. 
5944— Western Tool & Forge Co. vs. Adams Express Co. 
§983—Martin Limback vs. L. S. & M. S. Ry. Co. et al. 
§959—American Lumber Co. et al. vs. C. & O. Ry. Co. et al. 
Pee Lumber & Mfg. Co. vs. Gulf & S. I. R. R. Co. 
et al. 


November 25—Philadelphia, Pa.—Special Examiner Carmalt: 
6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 
P. & R. Ry. Co. et al. 


November 25—Washington, D. C.—Special Examiner Gerry: 
5887—George B. Dilkes & Co. vs. B. & O. R. R. Co. et al. 
5791—W. D. Weaver vs. West Shore R. R. Co. et al. 
§828—Jefferson Milling Co. vs. B. & O. R. R. Co. 

November 25—Muskogee, Okla.—Special Examiner Butler. 
6076—Goodner-Malone Co. vs. Midland R. R. Co. et al. 
6087—American Refining Co. vs. St. L. & S. F. R. R. Co. et al. 


November 26—Washington, D. C.—Speeial Examiner Gerry: 
3921—U. S. of America vs. P. R. R. Co. et al. 
4689—U. S. of America vs. N. C. & St. L. Ry. Co. et al. 
November 26—Oklahoma City, Okla.—Special Examiner Butler. 
i. & S. 286—Wheat rates from Oklahoma points to Memphis, 
Tenn., and other points. 
6131—Buick Motor Co. vs. Sou. Kan. Ry. Co. of Tex. et al. 


November 28—Washington, D. C.—Special Bxaminer Gerry: 
6954—E. A. Eakle Lumber Co. vs. Norf. & West. Ry. Co. et al. 
4903—Davidson Lumber Co. vs. Sou. Ry. Co. et al. 

§930—Ford Brenner Lumber Co. vs. Va. & S. W. Ry. Co. et al. 
6139—W. E. Pence & Bro. vs. C. & O. Ry. Co. et al. 

November 28—Cleveland, O.—Special Examiner Henderson: 
5903—Perrine Mfg. Co. vs, A. T. & S. F. Ry. Co. et al. 

November 29—Albuquerque, N. M.—Special Examiner Butler. 
5388—Lipe, H. V., vs. St. L., I. M. & S. Ry. Co. et al. 

November 28—Boston, Mass. Special Examiner Rynder. 


*5900—Boston Potato Receivers’ Assn. et al vs. Clyde S. S: 
Co. et al. 





November 29—Detroit, Mich.—Special Examiner Henderson: 
6036—Trussed Concrete Steel Co. vs. Erie R. R. Co. et al. 
6094——-Trussed Concrete Steel Co. vs. Erie R. R. Co. et al. 
6104—Ohio & Mich. Coal Co. vs. Dayton L. & C. R. R, & 

Term. Co. et al. 
December 1—Chicago, Ill.—Special Examiner Gibson: 
ee Civic Commerce Assn. vs. Ann Arbor R. R. 
o. et al. 
1. & S. 319—Rates on linseed oil from Minneapolis, Minn., 
and other points to Cincinnati, O., and other points. 

December 1—Washington, D. C.—Special Bxaminer Gerry: 
5278—Spring Coal Co. vs. Norf. & West. Ry. Co. 

December 1—Flagstaff, Ariz.—Special Examiner Butler. 
5756—Arizona Lumber & Timber Co. vs. A., T. & S. F. Ry. 

Co. et al. 


December 1—Kalamazoo, Mich:—Special Examiner Henderson: 
5967—Union Trim & Lumber Co. vs. G. R. & I. Ry. Co. et al. 
December 2—Coffeyville, Kan.—Special Examiner Hart: 
6088—Kansas Wholésale Grocery vs. Ahnapee & Western Ry 
Co, et al. 
6020—Rea Patterson Milling Co. vs. M. K. & T. Ry. Co. 
*6183—Rea Patterson Milling Co. vs. Mo. Pac. Ry. Co. et al. 


December 2—Ft. Wayne, Ind.—Special Examiner Henderson: 
5851—William K. Noble vs. D. T. & I. Ry. Co. et al. 
6123—William K. Noble vs. S. A. & A. P. Ry. Co. et al. 

December 2—Philadelphia, Pa. Special Examiner Mackley. 
*5314—Allentown Portland Cement Co. vs. P. & R. Ry. Co. 

et al. 

December 3—Washington, D. C.—Special Examiner Gerry: 
pe seinenm of Falls Church, Va., vs. Washington Utilities 

oO. 

December 3—Louisville, Ky.—Special Examiner Gibson: 
6127—Metropolis Commercial Club vs. Ill. Cent. R. R. Co. et al. 
6154—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al. 
6156—S. J. Greenbaum Co. vs. So. Ry. Co. et a.l 
*Fourth Section Application No. 1952. 

*Fourth Section Application No. 1548. 

December 3—Phoenix, Ariz.—Special Examiner Butler. 
‘6079—Korrick, Charles, vs. A., T. & S. F. Ry. Co. et al. 

December 3—Indianapolis, Ind.—Special Examiner Henderson: 
5728—North Vernon Lumber Co. vs. Ill, Cent. R. R. Co. et al 
6091—B. Johnson & Son vs. C. & O. Ry. Co. et al. 

*Fourth Section Application No. 2045. 

December 3—New York, N. Y. Special Examiner Mackley. 

—— Portland Cement Co. vs. B. & O. R. R. Co. 
et al. 
*5920—Alpha Portland Cement Co. vs. P. R. R. Co. 

December 4—Terre Haute Ind.—Special Examiner Henderson: 
es 3 Nine Sand and Gravel Co. vs. Vandalia R. R. Co. 

et al. 

December 4—Washington, D. C.—Examiner Carmalt: 
§992—Black Mountain Corporation vs. L. & N. R. R. Co. et al. 

December 4—Washington, D. C.—Special Examiner Gerry: 
5840—Merchants and Mfg. Assn. of Baltimore vs. Cape Charles 

R. R. Co. et al. 
5623—Dixie Mfg. Co. vs. Balto. C. & A. Ry. Co. et al. 
5791—W.. D. Weaver vs. West Shore R. R. Co. et al. 

December 5—El Paso, Tex.—Special Examiner Butler. 
5764—-Eascon-French Co. vs. A., T. & S. F. Ry. Co. et al. 
6103—Madera Co. vs. G., H. & S. A. Ry. Co. et al. 
3544—Bascom-Porter Co. vs. A., T. & S. F. Ry. Co. 

December 5—Washington, D. C.—Special Examiner Carmalt: 

il, & S. 269—Lumber rates from Sou. Ry. points to east points. 

December 5—Milwaukee, Wis.—Special Examiner Henderson: 
6085—Oshkosh Fuel Co, vs. C. & N. W. Ry. Co. 
6144—Oshkosh Fuel Co. vs. C. & N. W. Ry. Co. et al. 
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5895—Torrey Cedar Co. vs. C. & N. W. Ry. Co. 
6011—Pfister & Vogel Leather Co. et al, vs. Depere & North- 
ern R. R. et al. 
6015—Hecker Cereal Co. vs. C. & N. W. Ry. Co. et al. 
6019—Menasha Woodenware Co. vs. M. St. P. & S. S. M. 
Ry. Co. et al. ° 
6145—Milwaukee Metal Bed Co. vs. C. M. & St. P. Ry. Co. 
et al. 
December 5—Argument at Washington, D. C.: 
5776—Commercial Club of Terre Haute et al, vs. Vandalia 
R. R. Co, et al. 
4901—Rock Springs Distilling Co. et al. vs. Ill. Cent. R. R. Co. 
et al. 
5695—New Orleans Vegetable Growers’, Merchants’ and Ship- 
pers’ Assn. vs. Ill. Cent. R. R. Co. et al. 
ee Truck Farmers’ Assn. vs. Ill. Cent. R. R. Co 
et al. 
5596—Lower Coast Growers’ and Shippers’ Assn. vs. American 
Express Co. et al, 
5600—Roseland Truek..Karmers’ Assm. vs. Ill. Cent. R. R. Co. 
December 6—Argument at Washingien,..DO.C- 
3652—Michigan Mfrs. Assn. et al. vs. Pere M. R. R. Co. et al 
4343—Edward Byrnes, trustee, vs. A. C. L. R. R. Co. et al. 
4451—B. D. Evans & Co. et al. vs. Ill. Cent. R. R. Co. et al. 
— W. Sheldon & Co. vs. N. Y. C. & St. L. R. R. Co. 
et al. 


December 6—St. Louis, Mo.—Special Examiner Gibson: 
|. & S. 325—Rates on grain and grain products to Tex- 

arkana, Ark. 

December 8—San Antonio, Tex.—Special Examiner Butler. 
6807—-Lone Star Brewing Co. vs. St. L., I. M. & S. Ky. Co. 

et al. 
5524—New York Hay Exchange vs. L. V. R. R. Co. 

December 8—Des Moines, Ia.—Special Examiner Henderson: 
6598—H. Rynsburger vs. C. R. lL. & P. Ry. Co. 
5865—Campbell Heating Co. vs. A. T. & S. F. Ry. Co. et al, 
6016—W. H. Hooper & Sons vs. C. M. & St. P. Ry. Co. et.al. 


December 8—Washington, D. C.—Special Examiner Pitt: 
Fourth Section Application Nos. 639, 2176 and 1952. 


December 8—Sacramento, Cal.—Special Examiner Hart: 
|. & S. 285—Rates on fruits and vegetables between points 
in California and points in Nevada, Arizona and other 
states. 
5831—Pacific Fruit Exchange vs. So. Pac. Co. et al. 
5976—Pacific Fruit Exchange vs. So. Pac. Co. et al. 


December 8—Little Rock, Ark.—Special Examiner Gibson: 
1. & S. 318—Rules and regulations governing concentration of 
cotton and linters at points in the state of Arkansas. 


December 9—Houston, Tex.—Special Examiner Butler. 
5752—Houston Real Estate Exchange vs. M., K. & T. Ry. Co. 
et al. 
6009—Tilford-Hunt Lumber Co. vs. Houston & S. R. R. Co. 
et al, 
6040—Tilford-Hunt Lumber Co. vs. St. L. S. W. Ry. Co. of 
Tex. et al. 
6132—Texas Co. vs. C. & N. W. Ry. Co. 
December 9°—Des Moines, Ia.—Special Examiner Henderson: 
6089—Wheeler Lumber. Bridge and Supply Co. et al. vs. A. T. 
& S. F. Ry. Co. et al. 
December 10—Houston, Tex.—Special Examiner Butler. 
5099—Chamber of Commerce of Houston, Tex., vs. Houston, 
East & West Texas R. R. Co. et al. 
December 10—Argument at Washington, D. C.: 
|. & S. 282—Lumber rates from points in Ark., La., Mo., Okla., 
Tex., and also Memphis, Tenn., to points in Iowa and other 
states. 
December 10—Spartanburg, S. C.—Special Examiner Gibson: 
6030—Spartanburg Chamber of Commerce vs. So. Ry. Co. et al. 
December 10—Spartanburg, S. C.—Special Examiner Gibson. 
*Fourth Section Application No. 1547. 
December 11—Argument at Washington, D. C.: 
5669—Newport Mining Co. vs. C. & N. W. Ry. Co. 
5755—Hayes Mining Co. vs. C. & N. W. Ry. Co. 
5563—Corrigan McKinney & Co. vs. M. 8st. P. & S. S. M. 
Ry. Co. 


December 11—Sioux City, Ia.—Special Examiner Henderson: 
4984—Archie Floran et al. vs. Wells Fargo & Co. et al. 
5049—Livingston Bros. vs. C. M. & St. P. Ry. Co. et al. 
5802—Flanley Grain Co. vs. C. B. & Q. R. R. Co. et al. 


December 11—Sacramento, Cal.—Special Examiner Hart: 

6217—California Fruit Growers’ Assn. et al. vs. Ala. Gt. So. 
R. R. Co. et al. 

=~ A. Van Voorhies & Co. vs. C. M. & St. P. Ry. Co. 
et al. 

December 12—Beaumont, Tex.—Special Examiner Butler. 
5501— Wallis, Charles L., vs. Tex. & N. O. R. R. Co. et al. 
5754—Chamber of Commerce of Beaumont, Tex., vs. G., C. & 

Ss. F. Ry. Co. et al. 
6001—Basin Supply Co. vs. Texarkana & Ft. Smith Ry. Co. 
6162—Port Arthur Rice Milling Co. vs. Tex. & N. O. R. R. 
Co. et al. 

December 12—Argument at Washington, D. C.: 

4799—J. W. Leavitt & Co. vs. L. S. & M. S. Ry. Co. et al. 


December 12—Sioux City, Ia.—Special Examiner Henderson: 
3881—Traffic Bureau Sioux City Commercial Club vs. C. & N. 
W. Ry. Co. et al. 
December 13—Argument at Washington, D. C.: 
5914—Newaygo Portland Cement Co. vs. C. M. & St. P. Ry. 
Co. et al. 
a oe” Brown & Sons Lumber Co. et al. vs. L. & N. 
. es So 
5688—Kentucky Distilleries and Warehouse Co. vs. L. & N. 
R. R. Co. et al. 
December 15—Alexandria, La.—Special Examiner Butler. 
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5142—Alexandria Traffic Bureau vs. M., La. & Tex. R. R. & 
S. S. Co. et al. 
5579—Jacob, Albert, vs. Sou. Pac. Co. et al. 
December 15—Omaha, Neb.—Special Examiner Henderson: 
5883—Little Lumber Co. vs. D. & R. G. R. R. Co. et al. 
ane Sunarane Bros, Co, et al. vs. A. T. & 9. F. Ry. Co. 
et al. 
6083—A. B. Currie Co. vs. C. & N. W. Ry. Co, 
6100—Mathew A. Crilly vs. Bl Paso & S. W. R. R. Co. et al. 
December 15—Bristol, Va.—Commissioner Meyer. 
*| & S 321—Coal rates from Va. mines. 


December 16—Alexandria, La.—Special Examiner Butler: 
Fourth Section Application No. 3515. 


December 16—Shreveport, La.—Special Examiner Butler: 
Fourth Section Application No. 620. 


December 16—Shreveport, La.—Special Examiner Butler: 
Fourth Section Application No. 1952. 


December 16—Omaha, Neb.—Special Examiner Hendersenyr 
6120—McKeen Motor Car Co. vs, St: L. & & F. R. R. Co. et al. 
6187—AHen Bros. C6, et ak vs. P. B. & W. R. R. Co. et al. 
627T#—Morton Sait Co. vs. Union Pac. R. R. Co. et al. 


December 16—Seattle, Wash.—Special Examiner Hart: 
sar eget Shingle Co. et al. vs, C. M. & St. P. Ry. Co. 
et al. 
6211—Feye & Co. vs. Nor. Pac. Ry. Co. et al. 


December 16—Shreveport, La.—Special Examiner Butler. 
=_ Hardwood Lumber Co. vs. K. C. & Sou. Ry. 
0. 
5138—Meridian Fertilizer Factory vs. L. & N. R. R. Co. et al. 
ae: er ea Fertilizer Factory et al. vs. Abilene & S. Ry. 
o. et al. 
6152—Alexandria Lumber Co. vs. La. Ry. & Nav. Co. 


December 16—Louisville, Ky. Special Examiner Gaddess. 
*Fourth Section Application No. 1065. 
December 18—Birmingham, Ala. Special Examiner Gaddess. 
*Fourth Section Application No. 1952. 
December 18—Lincoln, Neb.—Special Examiner Henderson: 
~~ Broom and Duster Co. vs. Ft. W. & D. C. Ry. Co. 
et al. 
oer Broom and Duster Co. vs. A. T. & S. F. Ry. Co. 
et al. 
6112—Sanford Richards vs. C. B. & Q. R. R. Co. et al. 
aa State Railway Commission vs. Cent. Vt. Ry. 
o. et al. 


December 19—Washington, D. C.—Commissioner Meyer. 
5942—Consolidated Coal Co. et al. vs. B. & O. R. R. Co. et al. 


«December 19—Little Rock, Ark.—Special Examiner Butler: 
Fourth Section Application No. 1548. 


December 20—Kansas City, Mo.—Special Examiner Henderson: 
618C—Board of Trade of Kansas City, Mo., vs. St. LL & 9. F. 
R. R. Co, et al. 


December 20—Kansas City, Mo. Special Examiner Henderson. 
*Fourth Section Application No. 2045. 

December 22—St. Louis, Mo.—Special Examiner Henderson: 
6128—Vulcan Coal and Mining Co. vs. Ill, Cent. R. R. Co. 


DIGEST OF NEW COMPLAINTS 


No. 6299. American Milling Co., Bartonsville, Ill., vs. Yazoo & 
Mississippi Valley R. R. et al. 

Against a rate of 27 cents on nineteen carloads of molasses 
from points in Louisiana to South Bartonsville, Ill, as unjust 
and unreasonable. Rate of not to exceed 26 cents asked for 
as future maxima, and reparation. 

No. 6300. Corporation Commission of Oklahoma, Railroad Com- 
mission of Arkansas and Public Service Commission of Mis- 
souri vs. A., T. & S. F. et al. 

Allege the rate of three cents per mile and an additional 
arbitrary of 41 cents for each adult passenger on interstate 
and intrastate traffic in Oklahoma, Missouri, Arkansas and 
Kansas as unjust and unreasonable. Demand an interstate 
rate of two cents. 

No. 6301. Charlotte (N. C.) and Charlotte Shippers’ and Manu- 
facturers’ Association vs. Southern Ry. et al. 

Alleges that a rate of $4 per ton on cast-iron pipe from 
East Radford, Va., to Charlotte, N. C., is unjust, unreason- 
able and discriminatory in favor of Atlanta and Augusta, Ga., 
which have a rate of $2.25. Demands just and reasonable 
rate and reparation. 

No. 6302. Muskogee (Okla.) Refining Co. vs. Atchison, Topeka 
& Santa Fe et al. 

Alleges unjust, discriminatory and unreasonable rates on 
petroleum and products from Muskogee to Utah common 
points arising from the fact that Kansas petroleum points 
have a through rate of 94 cents, while Muskogee must pay 
the combination on Missouri River. Demands reasonable 
rate and reparation. 

No. 6303, Hooker-Hendrix Hardware Co., T. H. Rogers Lumber 
Co., Muskogee, Okla., vs. Missouri, Kansas & Texas et al. 

Alleges unjust and unreasonable rates on prepared roofing 
paper from St. Louis to Muskogee. Demands reasonable rates 
and reparation. 

No, 6304. Muskogee Refining Co. vs. Atchison, Topeka & Santa 
Fe et al. ; 

Alleges unjust, unreasonable and unduly discriminatory rates 
on sulphuric acid in tank cars from Kansas points and Kan- 
sas City to Muskogee, Okla. Demands reasonable rates and 
reparation. ; s 

No. 6305. Wistar, Underhill & Nixon, Philadelphia, vs. Atlantic 
Coast Line et al. 

Allege imposition of unlawful charges on carload of lumber 
from Bolton, N. C., to Auburn, N. Y., on which a diversion 
order had been made before arrival at original destination. 
Demand cease and desist order and reparation. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


ACTUAL SERVICE OF MOTOR TRUCKS 





The Herman H. Hettler Lumber Co., Chicago, has 
developed a very successful system of use of the one 
truck which it has at present in its service. This is a 
truck of six tons capacity, engaged in the handling of 
lumber over various routes in its work of city delivery. 
It is a Mogul truck, and the two accompanying illustra- 
tions show it in the service under load. 

The interesting feature of the truck is one that adapts 
it peculiarly to the kind of service in which it is engaged. 
The truck is equipped with rollers, and in the yard of 
the plant is built a loading platform of the same height 
as the truck. This platform is also equipped with rollers. 
While a delivery is being made the platform is 
loaded with another shipment, and when the truck re- 
turns to the yard empty it is backed up against the 
loading platform and the entire load is rolled onto the 


being 


truck. The truck, it is said by W. J. Vollmer, traffic 
manager, can be loaded by this system inside of five 
minutes, and is then again on its way to some other 
destination. 


Of course, the peculiar nature of the load in this 
ease lends itself readily to this very simple treatment. 
The lumber itself, being piled in regular piles, performs 
all the functions of a loading rack, without the necessity 
of having a rack for this purpose. It is suggested as a 
possibility for certain kinds of material that with a truck 
and platform provided with rollers it might be necessary 
to have only a flat platform to serve most of the pur- 
poses of the rack which is coming into such frequent 
use in order to expedite loading and unloading of trucks. 
The goods could be riled upon the platform, and in many 





Six-ton Truck in Service of Herman H. Hettler Lumber Co., 
Chicago. 


instances would be of such shape as not to require the 
side racks which small goods would require. There is no 
question, of course, but that one of the most promising 
sources of efficiency in the use of motor trucks is some 
such plan as this for expediting loading. 





COST OF MOTOR TRUCK SERVICE 


Referring to the article entitled “Waiting Trucks Are 
Profitable,” published in Tur Trarric Worxtp of Oct. 25, 
1913, page 768, which covers the experience of the Ameri- 
ican Posting Service in the ‘use of electric trucks, R. 
Macrae of the Commonwealth Edison Co. thinks the 





Six-ton Truck in Service of Herman H. 
Chicago. 


Hettler Lumber Co., 


statement of the comparative cost of electric trucks over 
the use of horses is wrong, or else the service is not 
operated on an economical basis. The statement was 
made that the president of the Posting Service said that 
the trucks cost three times as much as horses, but he 
still uses them and finds it profitable under the condi- 
tions with which his service is surrounded. He stated 
that his company did not care about mileage, and does 
not make it. The trucks have to stand idle a lot of the 
time, but this does not mean that they are losing money. 


With reference to this, Mr. Macrae said that, of 
course, the truck, if it is standing idle a good part of 


the time, if more profitable than horses operated under 
similar conditions, because when the truck is standing 
idle it is consuming no power, while the horse has to 
eat and be taken care of whether he is working or stand- 
ing idle. There is also a decrease in the expense of 
repairs, of course, if the trucks are not constantly in 
operation, while the same rule as in the case of feeding 
applies to horses, which will wear their shoes out even 
if they are standing idle and require a certain amount 
of care and perhaps veterinary attention. 

Perhaps the most interesting part of this discussion, 
however, is in some comparative statements of horse- 
vehicle expense as compared with electric delivery wag- 
ons for the calendar year 1912. The statements are very 
carfully made out from figures furnished by the men in 
actual charge, and they are summed np by a showing 
of average cost per mile per month for horse vehicle 
on the basis of 15 miles per day and 25% days per month, 
the cost being 31.2 cents. The electric vehicles make 
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| CORRUGATED FIBER BOXES 
FILLED IN HOURS 
AS AGAINST DAYS. 


Every Box Identical 
In Size 
In Style 
In Scoring 


Capacity 80,000 Shipping 
Cases per day. Every box 
of guaranteed Mullen Test 


The Appco Shipsafe material. 
Improves appearances. 
Insures sightly packages. latest improved 
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an average of 749 miles per month, and the cost per mile 
is 25.16 cents. 

The Commonwealth Edison Co. has in service 95 
trucks of varying capacity. The figures, however, cov- 
ered by these statements relate to only 72 trucks, which 
was the number in use during 1912. Of these there are 
two of 700 pounds capacity, two 750 pounds, seven of 
1,000 pounds, nine of 1,500 pounds, four of 2,000 pounds, 
39 of 3,000 pounds, and nine of 4,000 pounds. These had 
been in service for varying periods, ranging from six 
months to 37 months. The figures in these comparative 
statements will be given in detail in a subsequent article. 


FOR ELECTRIC BUS LINES 


The Electric Vehicle Association of America is lend- 
ing its support to the People’s Five-Cent Bus Co. in its 
fight for a franchise to operate twenty routes in New 
York City. Various electric vehicle interests are rally- 
ing to the support of this concern, which had a hearing 
before the Board of Estimate on November 13. Among 
the speakers at this hearing were Frank W. Smith, presi- 
dent of the Electric Vehicle Association of America, and 
M. R. Hutchison, representing Thomas A. Edison. 

The People’s Five-Cent Bus Co.’s plan includes a 
zone system, fare within each zone to be 5 cents. Thus 
a man riding from the Battery to Harlem would have 
to pay 10 cents, but the man wanting to go only as far 
as Forty-second street would make the trip for a nickel. 
It is argued that most bus rides are for comparatively 
short trips, and that this zone division with a 5-cent fare 
would give cheaper transportation for the majority of 
bus riders. 

Opposition to the plan comes largely from the street 
railways and existing bus lines, among whose state- 
ments is that further increase of motor trucks through- 
out the city will endanger the lives of pedestrians. To 
offset this, Mr. Smith presented evidence as to the su- 
perior ease of operation of electric vehicles and their 
simplicity of control. He stated that within New York 
City were 500 enthusiastic owners of electric trucks, 
using 2,100 of these vehicles, and that these owners 
would be willing to testify before the Board of Estimate 
as to the greater safety in operation of electric vehicles. Or, 
if the board preferred, the Electric Vehicle Association 
would gather these statements and present them to the 


board. 





GET WAGE INCREASE 


Arbitratfén proceedings in the matter of wage in- 
crease for trainmen of 41 eastern roads was ended on 
November 10, by the grant of about one-half of what 
was demanded. 

The employes are granted an increase in wages aver- 
aging 7 per cent, totaling $6,000,000 annually, from Oc- 
tober 1 last, effective for one year. About seventy-five 
thousand men will share in the increase. 

In reaching its award the board ruled against the 
employes on four out of five points submitted as reasons 
why the increase should be granted, and found for them 
on the fifth—the increased cost of living. Since 1909, 
when last an increase was granted, the arbitrators found 
the cost of living has increased 7 per cent. 

“The board does not found its action entirely upon 
the increased cost of living,” reads the award, “though 
it looks upon this as basic.” 
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The articles are dealt with separately and fix the 
pay for various classifications of labor. They provide 
that the monthly pay of employes in the passenger 
branch of the service shall be: 


Eg cdiraihe &-4. ¢ 6.0 © pe 04k have % 0.3m ete oe $135.00 
TOI © sherk Gruseliol’ 0 pao b> 00 6 bon 6-5 tae eee 82.50 
Flagmen and rear brakemen................eeee0. 78.00 
SERINE 0s o-vdab wade 6i8caks « er. ee 76.50 
Overtime an Hour. 

Cents. 
er ees a ek APS 45.0 
Assistant conductors and ticket collectors............ 35.7 
EE ey EES PEER A PIO EE 27.5 
Pingmed oud Teer Dem Renen, . on os. oc Bee. bk 5 ole os 26.0 
ee ee ee ee ee a ee 


For the freight service the chief awards are: 


Through runs—Conductors, 4 cents a mile; flagmen, 
2.67 cents a mile; brakemen, 2.67 cents a mile, any run 
less than 100 miles to be paid for as if it were 100 miles. 
In way freight, pick-up or drop, mine and roustabout 
service, same minimum; conductors are awarded $4.50 
a day of 100 miles or less, ten hours or less, flagmen 
$3.10, and brakemen $3, overtime to be paid for as time 
and one-half. 


RECENT BOOKS ON TRAFFIC 


La Salle Extension University has recently issued 
a number of publications which should be of extreme 
interest to students and others endeavoring to post them- 
selves upon the details of traffic work. The foundation 
of the whole matter is an atlas of railway traffic maps, in 
which grouping of traffic territories for rate adjustments 
is shown, these adjustments being explained in treatises 
devoted to freight classification and rates, and forming 
a part of the university’s course in interstate commerce 
and railway traffic. The maps show in colors, classifica- 
tion territory, the larger freight association territories and 
certain localities in which special rate adjustments pre- 
vail. 

Among the treatises on transportation subjects which 
have just come from the press are “Freight Classifica- 
tion,” by E. R. Dewsnup, professor of railway adminis- 
tration at the University of Illinois; “Reducing Freight 
Charges to a Minimum,” by J. S. Strombeck, president 
of the Strombeck-Becker Muanufacturing Co.; “Routing 
Freight Shipments,’ by J. F. Morton, assistant traffic 
director Chicago Association of Commerce, and “Freight 
Claims,” by W. A. Trimpe, a Chicago attorney. 

It will be recognized that these publications deal with 
subjects in which literature is inadequate and exists only 
in a very scattered form. It is stated also that the 
manuscript in each case has been arranged to form a part 
of a comprehensive course, by being adapted one part 
to another. In “Freight Classification” the author has 
shown the application of classifications and exceptions, 
the principles of classification, and the subject of uni- 
form classification is also treated in a practical manner. 
This work is also provided with a comprehensive appen- 
dix, which furnishes valuable reference material in con- 
venient form. 

In the work “Reducing Freight Charges” the author 
enforces the points which he makes in his argument by 
a number of concrete examples, which give the reader 
a clear idea of his purpose. 
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PERSONAL 


James E. Clenny, chairman, Efficiency Committee, 
Corrugated Fiber Manufacturers’ Association, received on 
November 20 a testimonial from business associates in 
the corrugated fiber box industry a splendid silver cup 
thirteen and one-half inches high, engraved with testi- 
monial stating: “In recognition and appreciation of his 
devoted and efficient service as president of that com- 
mittee from its organization to the present time and also 
of his untiring zeal in the cause of the corrugated fiber 
industry.” 


Joseph E. Harris, formerly agent Union Line, at 
Indianapolis, Ind., died in Indianapolis November 13, in the 
sixty-eighth year of his age. Mr. Harris was in the active 
service of the Pennsylvania Lines for 33 years, and has 
been on the pension roll since Aug. 1, 1911. 


F. J. Sullivan has been appointed traffic manager 
and superintendent Nevada Copper Belt Railroad, with 
headquarters at Mason, Nev., vice G. M. Fraser, deceased. 
C. A. Chapman is appointed auditor, with headquarters 
at Salt Lake City, Utah, vice F. J. Sullivan, transferred. 


W. H. Chevers has been appointed general agent 
Union Pacific and Oregon Short Line, with headquarters 
at 2514 Washington avenue, Ogden, Utah. 


R. A. Hiscano has been appointed general freight 
agent Catskill Evening Lines, Catskill & New York 
Steamboat Co. and New York & Hudson Steamboat Co. 
with offices at Pier 43, North River, New York. 

A. A. Boyle has been appointed commercial agent 
for the Missouri & North Arkansas at New Orleans, La., 
succeeding T. F. Ellzey, resigned to accept service else- 
where. Mr. Boyle’s headquarters will be 506 Whitney 
Central building. 

Wilfred S. R. Cameron, traveling agent of the Chi- 
cago, St. Paul, Minneapolis & Omaha at Vancouver, 
B. C., has been appointed general agent, with office at 
Winnipeg, Man., succeeding H. M. McGinnis, resigned. 

D. L. Campbell has been appointed farmers’ co- 
operative agent of the Atlanta, Birmingham & Atlantic 
R. R., with headquarters at Fitzgerald, Ga. 

W. M. Coble, soliciting agent of Macon, Dublin & 
Savannah at Jacksonville, Fla., has been promoted to 
traveling freight agent, and his former position is 
abolished. 

Bennett Maass, commercial agent of the Macon, Dub- 
lin & Savannah at Savannah, Ga., has been transferred 
to Macon, Ga., as contracting freight agent, and his 
former position has been abolished. 

G. A. Lawton, traveling passenger agent of the Cin- 
cinnati, New Orleans & Texas Pacific at Chattanooga, 
Tenn., has been transferred to Atlanta, Ga. 

M, H. Jacobs, general agent of the Western Maryland 
at Pittsburgh, has been promoted to assistant general 
freight agent, with headquarters at Pittsburgh. 

H. B. Rogers, freight soliciting agent of the South- 
ern at Norfolk, Va., has been appointed commercial 
agent, with headquarters at the same place. 

W. C. Brown, president, New York Central Lines, has 
resigned, his resignation to take effect January 1. A. H. 
Smith, first vice-president, has been elected to succeed 
him. Mr. Brown has been in railway service for 44 years, 
12 years with the New York Central. 
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INDUSTRIAL TRAFFIC LEAGUE 


The meeting of the National Industrial Traffic League 
in Chicago, following the close of the report published 
on November 15, was devoted to the discussion of several 
reports. In regard to the report of the committee on 
Storage of Freight, Mr. Williamson inquired as to rule 
2, section B, which provides that “where shipments have 
been plainly marked with the consignor’s name and ad- 
dress, notice shall be immediately sent or given consignor 
of refusal of L. C. L. shipments. Unclaimed L. C. L. 
shipments will be treated as refused after 15 calendar 
days from expiration of free time.” He thought that if 
this was a tariff rule it should not be in the uniform bill 
of lading; if it was not a tariff rule, it should be there 
and not here. This was brought up because the rules 
seemed to conflict, but the assistant secretary said that 
the matter had been carefully gone over, and it was 
agreed that the rule should be in both places.. Mr. Bos- 
well approved of the rule being in both places, and said 
that it should be made so plain and explicit that there 
could be no doubt about it. The report was adopted. 

Mr. Scales had some difficulty in reconciling his 
views with those of the committee on Refused and Un- 
delivered Freight, particularly as to the notice to con- 
signor of freight on hand 48 hours. The rule would not 
work in the matter of shipments of perishable freight, 
which he was solely interested in. He merely wanted 
the notice to read “immediately.” With this provision 
the report was adopted. 

Mr. Barlow again brought up the matter of indorsing 
the reappointment of Commissioner Clements and in- 
troduced a resolution to that effect, which he said he 
would withdraw if there was the slightest objection. Mr. 
Wilson felt obliged to oppose the resolution, thoroughly 
on grounds of the policy of the League. The resolution 
was therefore withdrawn. 

Considerable discussion took place on the matter of 
whether the Commission should be given authority to 
establish minimum as well as maximum rates. This was 
brought up on a resolution offered by Mr. Bentley. Mr. 
Barlow spoke in favor of the resolution, that the Com- 
mission should be authorized to make minimum as well 
as Maximum rates, especially where it will remove dis- 
crimination. He thought it would probably be better not 
to instruct a committee, but put Mr. Bentley’s resolution 
in the form of an expression of opinion. Mr. Wilson 
opposed immediate action. He thought the committee 
should investigate and report. 

Mr. Hopkins spoke in support of Mr. Wilson’s prop- 
osition. The resolution was finally altered to refer the 
matter to the special committee on legislation with in- 
structions to make a study and report back to the League. 

There was a brief discussion on the subject of Trap 
Cars, based on a letter stating that the railroads in De- 
troit proposed to withdraw the privilege. The ground, 
however, was taken that this was a local question, and 
it was undesirable that the League should take it up. 
The matter was referred to the proper committee. 

The matter of Payment for Tariffs seemed to be 
disposed of by the action of the Southwestern Committee 
in withdrawing their proposition to make a charge for 
tariffs. However, a letter was read from Mr. Leland 
containing three suggestions that should be acted upon. 
He wanted, first, a practical plan to supply bona fide 
users and eliminate weight. Second, he thought that 
tariffs should go as third class mail, and he also wanted 
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the views as to the sixth section of the interstate com- 
merce law, requiring the posting of tariffs at every sta- 
tion. The matter was settled by a proposition that the 
substance of Mr. Leland’s letter be printed as a special 
circular and sent to members of the League for the pur- 
pose of getting a general expression of opinion. On the 
matter of the position of the League in the eastern ad- 
vance rate cases, the League went into executive session. 


PASSES OR RETALIATION 


Before Special Examiner Gutheim of the Interstate 
Commerce Commission an interesting hearing was held 
at Chicago on November 19, as a part of the general 
investigation the Commission is making in the matter of 
passes. The matter involved certain correspondence in 
January last between John T. Denvir, purporting to be 
chairman of the Illinois Legislative Public Utilities Com- 
mission and a member of the Senate of Illinois, and 
Chester M. Dawes, general counsel of the Chicago, Bur- 
lington & Quincy. The “corpus delicti” consisted of a 
file of letters, of which the following are the essential 
parts: 





Jan. 11, 1913. 
Chester M. Dawes, Esq., Counsel of Burlington Route. 
Dear Mr. Dawes: Would it be compatible for you to 
furnish me with annual transportation in my favor, that 
is, an annual over your lines for 1913, on account of 
legislative public utilities committee? 
Thanking you in advance for a reply, I am, 
Faithfully yours, 
John T. Denvir, Chairman, 


1847 South Fortieth avenue, Chicago. 
To this letter Mr. Dawes replied: 
Jan. 13, 1913. 
John T. Denvir, Esq., 1847 South Fortieth avenue. 
Dear Sir: Replying to yours of the 11th inst., I regret 
to say that I will be unable to grant your request for a 
pass over our line for the ensuing year. The company 
issues no passes for transportation, state or interstate, 
and I can make no exception to the rule. 
Yours truly, 
Chester M. Dawes, General Counsel. 


This answer brought forth the following, under date 
of Jan. 18, 1913: 

Dear Friend Dawes: I regret exceedingly to ac- 
knowledge receipt of your letter in which you refuse me 
annual transportation over your lines in Illinois. As 
chairman of the public utilities commission you can look 
for legislation which will work hardship to your company, 
and I wish to assure you that when our committee gets 
through with you you will find your road in the hands of 
a receiver, for you are certainly violating the laws of 
the state in a great many respects, and we know it, 
but have gone along and been friendly to you. But in- 
asmuch as you are inclined to be so diplomatic in your 
statement that you would not “like to violate the custom 
you have indulged in,” I feel inclined to think that a 
little investigation of your gross negligence with regards 
to your methods of procedure will be well to adopt at 
the next meeting of the Senate. 

Hoping that you will see fit to favor our committee’s 
request, I am, Faithfully yours, 

John T. Denvir. 


Four days later Mr. Dawes replied to this, as follows: 
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Jan. 22, 1913. 
The Hon. John T. Denvir, 
1847 South Fortieth Avenue. 

Dear Sir:—I have yours of the 18th inst., in which 
you criticize my inability to grant free transportation to 
you as chairman of the public utilities commission over 
the lines of the company for the ensuing year. 

I shall carefully preserve your letter for such future 
reference as shall be desirable, and am glad to be advised 
of the motives which control the attitude of an important 
public servant. 

Yours truly, 
Chester M. Dawes, Genéral Counsel. 


The letters purporting to be signed by Mr. Denvir 
were on a letterhead of the “Legislative Public Utilities 
Commission” carrying the names of the supposed mem- 
bers of the commission and the name of John T. Denvir 
as chairman. 

Evidence taken showed the letters had come to Mr. 
Dawes in the ordinary course of mail. Summoned to 
appear before the officer of the Commission, Mr. Denvir 
testified that he had never seen the letters, had not 
signed them, did not know who did unless it was a joke 
by some of the “boys,” had not asked for transportation 
from the Burlington, but had from the Illinois Central, 
Alton and Chicago & Eastern Illinois. He subsequently 
amended the latter part of this answer so as to state 
that probably the passes came without being requested. 
He exhibited two personal checks to show difference in 
signature, but neither the examiner nor any of those 
present cared to qualify as a handwriting expert. He 
also declared he was not chairman of the commission. 

The matter will be reported to the commission for 
such action as it may see fit to take. 


WIRE LINE INSPECTOR WANTED 





The United States Civil Service Commission an- 
nounces an open competitive examination for telegraph 
and telephone inspector, for men only. From the register 
of eligibles resulting from this examination certification 
will be made to fill vacancies as they may occur in this 
position in the Interstate Commerce Commission under 
the act providing for the valuation of the property of 
common carriers, and in positions requiring similar quali- 
fications in other branches of the service. 


As a result of this examination, two grades of eligibles 
will be established, the salaries in the first grade ranging 
from $1,200 to $1,800 per annum, with necessary expenses 
when absent from headquarters in the discharge of official 
duties, and in the second grade from $720 to $1,080 and 
such expenses. 

Most of the appointments to these positions will be 
for field and office duty outside of Washington.- Some 
appointments will, however, be made for duty in.sWash- 
ington. 

Applicants will not be assembled for examination, 
but will be rated upon the evidence adduced as to their 
practical experience. 

It must be shown in connection with his application 
that each applicant is a person of good moral character 
and temperate habits, active, intelligent and discreet. 

It is desired to secure eligibles having experience in 
the construction and maintenance of. telegraph and tele- 
phone plants, and who are qualified to determine the 
class or grade of the material used in such construction 
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For Whom Our Course is Intended 


Clerks, office men, stenographers, 
bookkeepers, salesmen, store man- 
agers, telegraph operators, man- 
agers, railroad men, shop men, heads 
of business enterprises, and all who 
are ambitious either to learn a new 
uncrowded profession that pays lib- 
eral salaries, or to save money in the 
freight shipments of their own busi- 
ness. Through our course in Interstate 
Commerce we teach you all about the 
new freight laws that have caused 
so many changes in the old way of 
figuring freight combinations. 
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more than five times what he was 
getting as a factory hand. 


New Uncrowded Profession 


Traffic Management is a New Profession which has been created as 
a result of the new interstate commerce laws, and right now—while 
you are reading this—there are nearly five hundred thousand firms, 


corporations and industries that need an expert Traffic Manager. 
Board of Trade of every town and city needs a Traffic Manager. 


The 
Our 


course in Interstate Commerce will equip you to serve as Secretary of a 


Board of Trade. 


The railroads need traffic men—the big corporations such 


as the steel mills, lumber mills, coal operators, fruit growers, meat pack- 
ers and the thousands of other industries need traffic men also. 


The Field Open to You 


If you do not wish to follow railroad work, the 
big steel plants, the big coal companies, the big 
lumber companies, and the hundreds of other big 
industrial corporations offer big opportunities to 
men who can save them money in the shipment 
of their respective commodities. Your salary as 
a Traffic Manager is not an expense toa firm, but 
to the contrary it is a profitable investment, be- 
cause you may save your firm ten times your 
salary each year, as well as eliminate much of 
the present friction existing between the rail- 
roads and shippers. This kind of position will 
prepare you to command your own salary. Any 
one with ordinary education and ability may suc- 
cessfully complete the course. Not even a high 
school education is essential. 


Study Traffic and Interstate Commerce 


Decide now to become a traffic man. Our Interstate Commerce Course enables you to study AT 


HOME, without leaving your occupation or sacrificing present income, and to become thoroughly versed 
and proficient in the strategy of shipping, including routes and classifications, interstate commerce rules 
and regulations, etc. The instruction is given by some of the biggest traffic managers in the country. 
The course is easy to grasp and thoroughly practical. Any one with ordinary intelligence, with reason- 
able application, can master this new profession. 


‘“ * ° 
Ten Years’ Promotion in One” 

Only trained men will be entrusted in the future with the expenditure of millions of dollars daily for 
freight charges. We can thoroughly train you for this work through some of the biggest traffic men in 
the country. Any one with average ability can qualify. Why don’t you begin today? We willsend you 
a valuable booklet, “TEN YEARS’ PROMOTION IN ONE,” also full particulars, without expense. 
Write now for the promotion book and all particulars. 


LaSALLE EXTENSION UNIVERSITY, Dept.486 Chicago, IIl. 


Big Salaries Paid to Traffic 
Managers 


Expert traffic managers command from 
$2,500 to $25,000 a year. Why not prepare 
yourself to fill one of these lucrative posi- 
tions? It is said that Mr. Frank Bentley, 
Traffic Manager of the Illinois Steel Com- 
pany, gets a salary of $25,000 a year; Mr. 
Frank B. Montgomery, Traffic Manager of 
the International Harvester Company, about the 
same amount; and the Traffic Manager of the 
Detroit Chamber of Commerce, $10,000 a year. 

Let us prepare you for one of the big jobs. 
You can complete our home-study course and be 
ready for a big paying position as Traffic Man- 
ager in a year’s time. You can do this without 
giving up your present employment. 


LaSalle Extension University 
Dept 486, Chicago, Ill. 


I am interested in the new profession— 
Traffic Management. Please send me, full 
information and Traffic Book, also “Ten 
Years’ Promotion in One,” free of all cost. 
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and the character and value of the labor required in the 
installation thereof. 

Applicants must show at least seven years of prac- 
tical experience to be eligible for grade 1, and two years 
for grade 2. 

Applicants may indicate the grade for which they 
desire to be examined, but they will be admitted only 
to the grade for which they are, upon consideration of 
their statements of training and experience, shown to 
be fitted. 

Applicants must have reached their twenty-first, but 
not their fifty-fifth, birthday on the date of the examina- 
tion. 

Statements as to ‘training and experience are ac- 
cepted subject to verification. 


Applicants must be physically qualified for perform- 
ing the duties required in this position. 


Applicants will be admitted to this examination re- 
gardless of their place of residence, but under an act of 
Congress only those who have been actually domiciled 
in the state or territory in which they reside for at least 
one year previous to the date of the examination will 
be eligible for appointment to a position in the appor- 
tioned service in Washington, D. C. Those who cannot 
show such residence and domicile will be eligible only 
for appointment to positions with headquarters outside 
of Washington, D. C. 

This examination is open to all men who are citizens 
of the United States and who meet the requirements. 


Persons who meet the requirements and desire this 
examination should at once apply for Form 1800 to the 
United States Civil Service Commission, Washington, 
D. C.; the secretary of the board of examiners, post office, 
Boston, Mass.; Philadelphia, Pa.; Atlanta, Ga.; Cincin- 
nati, O.; Chicago, Ill.; St. Paul, Minn.; Seattle, Wash.; 
San Francisco, Cal.; Custom house, New York, N. Y.; 
New Orleans, La.; Honolulu, Hawaii; old custom house, 
St. Louis, Mo.; or to the chairman of the Porto Rican 
Civil Service Commission, San Juan, P. R. No appli- 
cation will be accepted unless properly executed, includ- 
ing the medical certificate, and filed with the Civil Service 
Commission at Washington, in complete form, prior to 
the hour of closing business on Dec. 1, 1913. In applying 


for this examination the exact title as given at the head 
of this announcement should be used. 





In addition, 


over the whole system. 


We'll tell you how others have been doing this 


for twenty-five years. 
Your name and address is all we need. 


Streeter-Amet Weighing & Recording Co. 


CHICAGO 


607 Hartford Bldg. - ~ 


THE TRAFFIC WORLD 


Save Three-Fourths The Money 


you now pay for weighing car-load freight. 

reduce the congestion at the scales 
and in the yards; release the switching crews for 
other duties; facilitate the movement of freight 
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TRAFFIC CLUB OF CLEVELAND 


A large representation of the membership of the 
Traffic Club of Cleveland attended the bi-monthly meei- 
ing and dinner on November 17. The meeting had been 
postponed on account of the great storm. President 
Hurd presided, and at the conclusion of the busine 
meeting addresses were made by W. E. MacEwen, O. | 
Baughman, M. €. Graham and George W. Teare, historian 
of the club. 

W. E. MacEwen, traffic manager of the National Re- 
fining Co., was the first speaker, and discussed the 
objects of the Traffic Club problems. 

O. F. Baughman, traffic manager of the Winton Motor 
Car Co., reviewed the history of automobile traffic and 
classification. 

In introducing the speakers, President Hurd said: 

“The question of transportation to-day is not only an 
immense factor in business, but its regulation under law 
naturally presents many situations of a complicated char- 
acter. An organization comprising the traffic representa- 
tives of both the carrier and the shipper, such as the 
Traffic Club of Cleveland, affords the most practical 
means of dealing with these numerous questions through 
the better understanding which is prompted through per- 
sonal acquaintance.” 

M. C. Graham, agent of the Pennsylvania Co., spoke 
on the movement of freight, delays, causes and remedies, 
and pointed out the desirability of proper deliveries of 
freight to the stations. 

The last speaker was George W. Teare, who dis- 
cussed comparative ‘transportation, United States vs. 
Europe. 

A unique feature of the occasion was the circulation 
at the close of the meeting of “The Traffic Club News,” 
containing an account of the meeting and selections 
from the addresses. 





TOLEDO TRANSPORTATION CLUB. 

The Toledo Transportation Club has arranged for 2 
trip around the Toledo terminals to take place on No- 
vember 25. A special train has been provided for this 
purpose by the Lake Shore, and will run via the Lake 
Shore, Michigan Central, Toledo Terminal, Wheeling & 
Lake Erie, Hocking Valley and C., H. & D. The train 
will leave Lake Shore Union depot at 10 a. m. and wil! 
arrive on its return at 4 p. m., a luncheon having been 














Automatic Weight Recorder for R. R. Track Scales 














vember 22, 1913 THE TRAFFIC WORLD 977 


Directory of Attorneys 


Practicing before the Interstate Commerce Commission 










H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


















Watson & Abern 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


John B. Daish 






















Interstate Commerce cases only B G 
1410 Security Trust Bldg., Chicago Com aaentan Expert. 
602-606 Hibbs Bldg., Washington, D. C. Pioneer Building. St. Paul, Minn. 














Hal H. Smith 


(Beaumont, Smith & Harris) 








Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Ill. 






Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 
















Littleford, James, Ballard & Frost 


Francis B, James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 
805-6-7-8 Westory Bldg., Washington, D. C. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 












First National Bank Bldg., Cincinnatti, O. 













Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 




























WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Special 
attention given to rate and interstate commerce 
cases. Competent corps of traffic experts in con- 
nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 


H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 














BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 






| M. W. Borders Luther M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 
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served en route. Stops will be made at some of the 
larger and more interesting industries. 

The Toledo Transportation Club announces its annual 
dinner, to take place on November 25. The speakers 
will be Governor James M. Cox of Ohio; Judge John M. 
Killits of the United States District Court; President 
John M. Fitzgerald, Western Maryland Railway, and Rev. 
Ernest B. Allen. John N. Willys, president Willys-Over- 
land Co., will serve as toastmaster. 


Wanted—LAWYER, 38, unmarried, lecturer on inter- 
state commerce, etc., in eastern law school and general 
practice ability for organization and superintendence; 
would like to associate with old established lawyer or 
business corporation. For references and particulars ad- 
dress R-61, the Traffic World, Chicago, III. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Speciality 


Sell The OIL TRADE 


Some 1,800 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 


this country are Constantly in the market for 


Boilers 
Steam and 
Gas Engines 
Chemicals 
Oil Well 
Supplies 


Steel Tanks 
Steel Barrels 
Tank Cars 
Hose 

Hose Couplings 
Belting 


You can reach this big and growing market 


ONLY through 


The National Petroleum News 


Representing Independent Oil Men 


Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 
ARNE A A 


The Traffic World’s 


Free Commercial Service 


The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which will add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person mak- 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 


The Traffic World will endeavor 
to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best able 
to answer questions on the follow- 
ing subjects: 


Motor Track Transportation 

Freight Handling Appliances and Methods 
Packing Materials and Methods 

Location of Industries 

Handling of rt Shipments 

Warehousing, F orwarding and Customs Brokerage 
Office Equipment and Methods 


This service will be conducted ges ond 
along broad lines, and absolutely without 
bias of any sort. Simply address an inquiry 
to The Traffic World, which is the natural 
clearing house for information on these sub- 
jects, and let us do the searching. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 


gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 
G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


Huguenot Express Co. 


NEW YORK, N. Y. 
524 West Thirty-sixth St. 


of town a specialty; 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bldg. 
roads at Chicago without teams; 


western and Pacific Coast points. 


Phone 839 Greeley. 
warders, truckmen for all lines; bulk shipments from out 
up-to-date facilities for storage 


Carload distribution to all rail- 
L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


For- 


phone No. 633. 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


‘“‘Unsurpassed facilities’’ for stor- 
Tele- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, 
free warehouses. 


custom house brokers. Bonded and 


Ashley Warehouse Co. 


Bonded and general storage. 
promptly handled. 
Track connections. 


Insurance, 18c. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 


J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

H. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 


Oscar F. Bell, Secretary-Treasurer, 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, Ill. 
David P. Chindblom, Assistant Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Assocla- 
tion, . J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, II. 


Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis, 
Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 


dustries located at Sterling and Rock 


Falls, Lil. 

W. P. President 
H. H. Vice-President 
W. J. Burleigh....Secretary-Treasurer 
W. E. TraffiC Manager 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Ciubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The onsen Transportation Association. 
Ray F. lark, Pres.; H. E. MacNiven, 
Secy. 

The Traffic Club of New York. 
Mack, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club (Inc.). H. L. Wil- 
lard, Pres.; C, I. Darcy, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy S. 
McCabe, Pres.; W. H. Wharton, Secy. 
The Traffic Club of Dallas, Tex. T. E. 
Jackson, Pres.;: G. S. Maxwell, Secy. 
The Traffic Club of Philadelphia. Harry 
Billings, Pres.; W. Summerfield, 

Secy. 

The Traffic Club of St. Louls. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 
Treas. 

The Traffic Club of eee ae E. C. 
Sattley, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
. S. Shambaugh, Pres.; L. E. Stone, 

ecy. 


A. F. 


ST. LOUIS, MO, 


Drayage facilities. Cars 
Custom house entries attended to. 


The Traffic Club of New England, 
ton. T. E. Byrnes, Presa.; Wm 
Brown, Secy. 


The Transportation Club of Cincinnati. 
Frank A. Healey, Pres.; J. H. Ander- 
son, Secy. 

The Transportation Club of Loulsville. 
E. L. Roederer, Pres.; 9. J. McBride, 
Secy. 

The Transportation Club of Toledo. E. 
D. Ryan, Pres.; J. S. Marks, Secy. 

The Trattic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 

The Traffic Club of Seattle, Roger D 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mich. 
Sidney A. Jones, Pres.; W. R. Hurley, 
Secy. 

Transportation Ciub of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, 
Secy. 

The Railroad Ciub of Kansas City, Mo. 
‘ N. Stroud, Pres.; Claude Manlove, 
ecy. 

The Traffic and Transportation Club of 
Birmingham. . W. Carey, Pres.; H. 
H. Knight, Secy. 

The Traffic Club of Minneapolis. F. B. 
Pool, Pres.; F. B. Rowley, Secy. 

Salt Lake Transportation Club. J. H. 
Davis, Pres.; R. E. Rowland, Secy. 

Traffic Club .of Milwaukee, Wm. P. 
O’Connor, Pres.; C. C. Lloyd, Secy. 

Transporation Ciub of Lima, O. Lloyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.: 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. Chas. H. Lilley, Pres.; James 
Bale, Secy. 

Transportation Club of Peorla. R. M. 
Field, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.; W. V. Bishop, 4 

Traffic Club of Erie, Pa. Edwin H. Bre- 
villier, Pres.; M. W. Eismann, Secy. 

Los Angeles Traffic Association, Los An- 
geles, Cal. EE. S. Blair, Pres.; C. B. 
Cline, Secy.-Treas. 


Bos- 
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THE TRAFFIC WORLD 


Ready Today 


Commission Regulation 
of 


Public Utilities 


A Compilation and Analysis of Laws of the Different 
States and of the Federal Government for 
the Regulation of the Railways and 
Other Public Utilities 


BY 
THE NATIONAL CIVIC FEDERATION 


1300 Pages 300 Topics S000 Paragraphs 


All Carefully Indexed 
All Topically Cross Referenced 
All Logically Arranged 


EDITION LIMITED 
Plates Destroyed 
Better Order Today 
Delivered Price $8.50 


The Traffic Service Bureau 


Sole Distributors 
418 So. Market St. 508 Colorado Bldg. 
CHICAGO WASHINGTON 
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